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when offering in large quantities, are generally 
carried at special rates. 


lst 2d 3d 4th 
Name of road. Class, Class. Class. Class. 
PRINCIPAL CONTENTS. N. Y.and Erie,summer, 4.26 3.14 2.34 gf 
ce ce 
The Economy of Railroads, as affected by the winter, 4.69 345 2.57 18 
Adaptation of Locomotive Power...... emery Balt. and Ohio, summer, 8.95 3.10 2.64 oo 
Journal of Railroad Law,.... .... 2.2. ...+ +: 2451 ¢¢ , di: winter, 4.74 3.95 3.42 26 
Newport and Louisville Railroad,........ -... | aera pag not include!) ‘ 
Michigan Southern and Northern Indiana Rail- oe ne and Burlington, 5.00 4.67 3.17 
SUM he dni api asked ow) 518869 0¥ faba 246| Burlington to Boston 2 408 391 2.14 
oO Oe eee Peet eee eee eee tee via. Rutland railroad § ys 0.4 Mae 
Lands granted for Railroads and other uses,..247 Vv : ? en 5 
Lake Superior Copper Mines, . “94 ermont Central, 5.57 443 38.67 2.15 
Milwaukee and Mississippi Railroad, ghuwe ‘dinee 247 | Rouse’s Point to B oston : 3.83 2.99 2.23 1.88 
County Subscriptionsto Railroads in Tennessee,247 Wer Vt. Cen. railroad, 
Stock and Money Market,.... ........ 0.225. 248| Western railroad. 85° 25° 20 16 
Duty on Railroad Iron,..... .-.. ssc. ses sees 249|Hudson River railroad, 4.17 3.47 2.77 2.08 
Railroads in Brooklyn, ........ .... sees ese 250| Receipts from freight per ton per mile for 1853. 
State Engineers’s Report,.... .... 2.2... . --251|New York and Erie railroad.......... .2.5 cents. 
Locomotive “ Empire State,”...............252] Western railroad. . My al 
Baltimore and Ohio . . yRGuncY 
American Railroad Journal. (Equal to 3.2 cents for “general ‘freight and 1.01 
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The Beonemy of Railroads, a as Affectea bp 
the Adaptation of Locomotive Power— 
Addressed to the Railroad Interests of 
New England. 


BY ZERAH COLBURN, 
Mechanical Engineer. 
(Continued from Page 229.) 
CHARGES FOR THROUGH FREIGHT PER TON oF 2,000 
LBS, PER MILE. 
Classification. 

First class includes all articles of extra value or 
hazard, or articles of extra bulk in proportion to 
their weight, Furs, furniture, and carriages, musi- 
cal instruments, baskets, etc., are of this class. 

Second class includes articles less hazardous 
bulky or valuable than those included in first class. 
Boots and shoes, books and stationery, dry goods, 
etc., are of this class. 

Third class includes articles compactly boxed 
or rolled, easily handled, and of considerable 
weight in proportion to their bulk. Hardware, 
metals in cases or boxes, butter and cheese; dry 
goods in original packages, etc., are usually of 
this class. 

Fourth class, includes heavy castings or forg- 
ings, provisions, earths, minerals, fuel, etc. 


Flour and grain, coal, lumber, iron ore, etc.|j 


| kept in an equal state of repair. 


cents for coal.) 


The Reading road carries coal for about 134 
cents per ton of 2240 Ibs. per mile. The charge 
from Mount Carbon to Richmond, 95 miles, being 
usually $1,60 cents per ton. The Baltimore and 
Ohio road are carrying coal at $2,25 per ton for 
180 miles, and at $2.50 per ton for 207 miles; less 
thav 114 cents per ton per mile. 

The cost of carrying depends upon the capacity 
of trains, as much as upon any other circumstance. 
This leads us directly to the question “ how much 
can be carried in a train ?” 

This question can be answered only from a 
knowledge of the capacity of the motive power 
and the resistance it has to overcome, 

The resistances are constant, at the same speeds 
upon all roads of equal grade and alignment, and 
We have shown 
that the physical features of the New England 
roads are generally as severe as those of the princi- 
pal roads in New York, Pennsylvania and Mary- 
land, with but few exceptions. 

We have shown how the resistances are effected 
by grades. In New England the motive power is 
generally of one class, without regard to grades. 
The Western road with its 83 feet grades adopts 
the motive power used on the 30 feet grades of 
the Worcester road, and the 40 feet grades of the 
Fitchburg road, while the capacity of the engines 





in general use, even for level roads, in New Eng- 


land, is far less than on equally favorable roads in 
the states of New York, Pennsylvania and Mary- 
land. The only objection against the concentra- 
tion of power is the want of a large business to 
employ it. Butlook at the Westernroad. Its ex- 
tent of business and capacity of motive power is 
exemplified in the following table. 
Table of Movement of Freight. 





es 32 y% 2 >a 
Tonsof SoM 5 SESS 24 
freight $523 ESES 85 
Year. moved “°8RS °%SUS = 
onemile. SBR SESS 8 
oS ee 
1847 .... 28,087,628 75 25 513,772 
1848 ,... 24,656,129 70 30 454,272 
1849....25,307,146 70 30 460,941 
1850... . 25,206,308 72 28 453,111 
1851....23,304.050 71.4 28.6 459,923 
1852 .... 23,724,070 69 31 510,468 
1853.... 28, "153 °5b4 66.7 83.3 689,314 
Table of N umber and Capacity of Trains. 
a 3 2b a De 4g 23 
B52 533 o35..34 
ape a2 Fay: Esa 
Year. a0 ap Reed Oo. & og 
Se | B Eco 24s ogs 
Bas #gé §o9. 88 
“eo oe 4% 
tons. tons 
1847.... 1,646 5.26 81.9 27.8 
1848.... 1,456 4.65 76.00 82.6 
1849....1,477 4.71 76,86 32.94 
1850.... 1,456 4,65 80.07 34.13 
1851....1,472 4.70 72.44 29.02 
1852.... 1,636 5.23 64.13 28.81 
1853 .... 1,888 6.00 64.00 82. 


~ 


Here is an average of six through trips each 
way, daily, to do the freighting offering upon the 
Western road. How would it pay to run six pas- 
senger trains each way? It must be admitted 
that the business is irregular, but in dull times it 
would be better to have a few large engines in or- 
dinary, than at other times to have a dispropor- 
tionate number of small engines overtaxed with 
their work, and thereby depreciated in a corres- 
ponding ratio. 

The subject of the concentration of power has 
been before presented to New England railroad 
managers, but its cunsideration has either been de- 
clined, or incerrect inferences have been drawn in 
regard to it. 

A committee of the stockholders of the Boston 
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and Worcester road, as long ago as 1840, reported 

in favor of heavier than the nine ton engines, then 

. in use on that road. They argued that the ineffi- 
ciency of such engines increased the cost of run- 
ning freight trains, and thereby imposed charges 
upon the business of the road, sufficient to prevent 
its proper development. The directors replied that 
the engines in use were fully efficient, if two trains 
each way were run daily, The whole freight 
moved during the year 1840 was but 31,739 tons, 
equal to less than twenty-five tons of freight per 
train, each way, on grades nowhere over 30 feet 
per mile. Truly the directors ‘might say their 
engines were sufficient for such a business. And 
while the power of these engines was limited to 
such an average load, their cost of repairs and at- 
tendance was as great per mile run as are the en- 
gines of double, and nearly treble, the weight now 
in use. They cost nearly as much-and earned 
much less. Hear how the directors then quoted 
the recommendations of the committee of stock- 
holders. 

“They go on to represent the locomotive es- 
tablishment as entirely inefficient, the engines 
are described by them as of antiquated patterns 
deficient in power, and decrepid for want of re- 
pairs, although, as they state, thirty-five thousand 
dollars, had been expended in repairs since 
the Ist of January, 1838. They say that “ the 
Worcester road is quite behind the age with respect 
to the power and capacity of its engines.” Such 
was their impression of the inefficiency of the en- 
gines, that they make the following recommenda 
tion: ‘ Your committee are persuaded, that at 
least six new engines are required immediately, 
and would recommend their immediate purchase, 
as most essential to the success of the ruad, and 
would also recommend that no attempts be made 
to repair most of the engiues now in the infirmary, 
and that for the future, no new engine, with crand 
azles, or mounted on four wheels only, be placed 
upon the ruad, and that two of the new engiues 
should be freight engines of superior power.” 

The directors complacently assumed that the 
capacity of an engine was its mileage per annum, 
and made a comparison of their own with the en- 
gines of the Boston and Lowell and the Boston 
and Providence roads; roads both of which were 
then suffering from iuefficient engines, althougl, 
the Lowell ruad was not.so bad off, as it has no 
grades of over 10 feet per mile. 

Hear how the directors answered the commit- 
tee :— 

“The engines are found to be of adequate 
power to convey the ordivary passenger trains at 
a regular speed of more than twenty miles au hour, 
and w convey such loads of freight as ordinarily 
offer, provided the traius are ruu as often as is re- 
quired Lo satisfy the expectations of customers.” 

The freight trains, as has been said, carried an 
average less than twenty-five toris each. 

But in less than three years after, the directors 
were compelleu to adopt practically the very sug- 

~ gestions which had been offered by their stock- 
holders in 1840. In their report for 1844, bearing 
the prominent names of the report of ’41, they 
tell us, as if from necessity, that 

“ The cost of road repairs in the last two years, 
has been increased not only by the acquisition of 
an additional track, and by the increased number 
of trains passing over the road, but by the greatly 
increased weight of loaded freight cars, and of 
heavy engines, which cause a much greater strain 


upon the rails, especially those of the original 
track.” 


The rails originally laid down upon the Worces- 


ter road were mostly of only 384¢ Ibs. per yard, 
but the wear of the heavy engines would not pro- 
bably have been so apparent had they have had a 
better distribution of weight than had been gene- 
rally adopted at that time. 


In 1848 the same men speak, as if from convic- 
tion, as follows : 


“ Before the road was opened, it was difficult to 
convince the public, that the business upon it 
would be sufficient to meet the charge of a single 
track, built and equipped in the most economical 
manner. ‘The work was, therefore, necessarily 
constructed on the most limited scale of expendi- 
ture, buton a plan admitting of expansion as neces- 
sity should require. Ihe expenditure has conse- 
quently been progressive ; from the necessity of 
affording increased accommodation to keep pace 
with the increased demands of business. In place 
of a single track, we have a double one; in place 
of a light rail, adapted to the use of engines 
weighing ten tons, we have rails of the heaviest 
class now in common use, and of a weight un- 
known at the time when the first track was laid; 
in place of freight-houses for the deposit of a few 
loads of merchandise, we have houses which ad- 
mit of the convenient receipt and delivery of more 
than a thousand tons per day.” 


And again: 


“The necessity of a great increase of motive 
power, as well as of cars for the transport of both 
passengers and freight, in consequence of the great 
increase of tonnage transported, and of the num- 
ber of passenger trains, is sufficiently obvious; 
and it can need no argument to show the expe- 
diency of being amply provided with these neces- 
sary means of transportation.” 

It is here proper to make the comparison be- 
tween the engines now used on the Western road 
and those used on the Baltimore and Ohio road, 
The engines of the Western road are those in gen- 
eral use on New England roads; those of the Bal- 
timore and Ohio road are nearly the same in their 
proportions, as the engines of the Reading, and 
other great freight roads. 


The following comparison is that of the standard 
freight engines of each road. 


Balt, and Ohio. Western. 

Diameter of cylinder, 19 in. 16 in. 
Stroke, 22 “ 20 “ 
Diameter of drivers, 43 “ 54 “ 
Number of drivers, 8 4 
Weight ol engine, 54,200 ]bs. 45,000 lbs. 
Adhesive weight, 54,200 “ 380,000 “ 
Greatest weight on ea 

one wonl, } 7,875 7,600 “ 
Diameter of boiler, 46 in. 42 in. 
Length of tubes, 14 ft. 10 ft. 


Number and size of tubes 103 244 in. 131 13 in. 


Tube surface, 903 sy. ft. 600 sq. ft. 
Grate surface, 244, “ aa 
Steam used per mile 6772 cub. ft. 3481 cubic ft. 
Working pressure, 90 Ibs. 120 Ibs. 
Working speed per hour, 12 miles, 18 miles. 
cn puke, ; 30 cars, 4220 tons, 13 cars, 208 tons. 
Greatest load shi as m 
up 46 feet. i “4 " 616 
Usual load up t ono ¢ ‘ ‘ 
S3ift. grade f i“ 22" 9 * 144° 
Greatest load bad. chit 4 
up 83 feet, 27 878 * 
Usual load u 
rbd ash at 8 “ 112 “ Nogradeof 116 ft, 
Greatest load : 
up 116 feet. } hit thine . 
Estimated load on a 
level, with 75 lbs, > 1,385 tons. 711 tons, 
steam on piston, 
Cost of engine $9,750 $8,000 
Average cost of repairs, 1852, $709 $817 
“ +“ ti 


1858, $1,236 $1,068 





—— Sa 
It remains to consider the expense of heavy 
against light engines. There are many advantages 
in the carriage of maximum trains which do not 
affect the wear or expenses of the engine. 

Only one engine man is required for any engine ; 
and the only difference in expense of fireman is a 
slight addition to the wages of a person firing a 
large engine. Only one conductor is required for a 
train of any length, while whatever be the length 
of the train, ene brakeman is required on the last 
car. A brakeman can control more brakes ina 
long than in a shert train. Again, frequent trains 
involve numerous turnouts, and require more 
switchmen. And trains of whatever length, sep- 
arated only by short intervals of time, are more 
subject to accidents on that account. All these, 
and some other incidental advantages are in favor 
of heavy engines and long trains. 

The effect of heavy engines may be injurious 
from two causes. First, the rails and general 
superstructure may be too light, in which case 
their limit of economical resistance is exceeded. 
Second, the weight of the engine, even if not ab- 
solutely great, may be so concentrated upona few 
wheels, say two or four, as to produce the effect of 
the cause first named. 

The fact that much of the iron in use on New 
England roads, and upon steep grades, is not over 
56 Ibs. weight to the yard, has prevented the use 
of heavy engines upon such roads. The effecis of 
heavy engines, aggravated by an improper distri- 
bution of their weight, when tried upon sueh 
roads, have created a prejudice against their use. 

The second cause, that of the concentration of 
weight, often to the amount of 14,000 lbs. on a 


the English roads, by which the greatest concern 
has been caused for the.success of railway invest- 
ments in England. 

It is the insufficient strength of the rails, and 
the insufficient distribution of weight, together 
with the limits imposed by the ‘“ inside connec- 
tion,” that have prevented the adoption of heavier 
engines on New England roads. 

But one very fruitful cause of the rapid destruc- 
tion of iron, especially where heavy engines are 
used, and on grades, is the inferior quality of 
much of the imported stock. The greatest num- 
ber of failures occur from lamination or splitting. 

The committee of investigation appointed to ex- 
amine the condition of the finances and of the es- 
tablishment of the Reading Railroad in 1846, give 
the following account of the manner of failure of 
a random lot of rails which had been removed 


from tne track. 
Of 209 bars, were Split. .... .o0s sees voee cove 153 
Spread, flattened or crushed at the end........ 10 
“s as " one foot from end. .5 
“ “cc ai two oe 8 
“ «ft a“ three “ 7 
“ “ “ four “ 6 
“ “ iti five ic 8 
“ “ Ti six 7] 2 
a . ry in the center 10 
Total ? 209 


In 1845 the whole renewal of iron amounted to 
295 bars of the 60 lb. rail, and 111 bars of the 
light rail. The causes of the removal of this iron, 
as stated by the engineer, John H. Osborne, at 
that time, were as follows : it 





single wheel, has operatec to crush the tracks of j 
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Of the 296 bars of 60 Ib. iron, 
1 was bent by a landslide, (could be straightened) 


/ 285 were split, showing imperfect manufacture. 


} 


} 


9 were crushed. 


295 Total. 


Of the 111 bars of light rails, 
8 were rendered useless, 
47 were by land slides and accidents, 
61 were unfit for main line but fit for sidings. 


111 Total. 
The following table, from the last Report of the 


Reading Railroad Company, shows the per centage 
of wear of different kinds of iron for a series of 


years. 
Old 52 lb. English rail, light track; 
Average of 1848 and 49......... 14-10 per cent. 
" SRRads acc encase a ae 
- Bi iiis ices ots ee C* 


° WB icsisises vs0ees BBO: * 
NEBR onss csctcgce se .A lO...“ 


Old 46 lb. English rail, light track, 


Average of 48 and ’49.......... 1 3-10 per cent. 
“5 WE ss we cage tous cece - 
- MEP hace Seit wacd ene 19-10 “ 
> BOs ncs WebwteGiw nn’ 21-10 “ 
“a MND wa ptcaveasinacdten 86-10 “ 


All the rails named below are in the heavy, or 
down track, used only by loaded coal trains. 
Old 60 Ib. English rail, average 48 and 49, 6 2-10 
1850....8 3-10 1862....12 
1851....9 4-83 1853....12 7-10 


American rail ‘‘ Phoenix” pattern, 
60 lbs. per yard, average ’48 and ’49 7-10 per ct. 
1850....4 8-10 per cent. 1852....59-10* ‘“ 
1851....6 3-10 ° 1853....6 3-10* “ 


American rail ‘ Danville” pattern, 60 Ibs. per 
yard 1851 1 7-10 per cent. 
1852 6 1-10 2, 
1853 8 2-10 ve 


Several inferior patterns called “ Erie,” 
1850....148-10percent. 1852....142-10per ct. 
1851....178-10 “ 1853....17 3-10 “ 


The “ Erie,” pattern is of English manufacture. 

Winslow compound rail, 1852 3 4-10 per cent. 
1853 142-10 “ 

Another important cause of the destruction of 
iron is the unnecessary speed at which freight 
trains are oftenrun. The New England engine is 
proportioned and adapted for a higher speed than 
the Baltimore engine, and if enlarged in size, with 
its present proportions, would be still more de- 
structive to the iron. The New England engines, 
being proportioned more for speed than power, are 
less able to control their trains on descending 
grades, and thereby run, often times, at excessive 
speeds, say 40 or 50 miles per hour. [It is the 
great power of the Baltimore engines that enables 
them to ascend grades faster and descend slower 
than the New England engines. 

With rails of frum 60 to 70 lbs. per yard, made, 
as they should be, from American iron, and with 

six or eight-drive: engines at moderate speeds, the 
wear of rails might be very much reduced, even 
with engines of thirty-two tons weight. It is in 
the province of the motive power department. to 
provide for the distribution of weight and to limit 
the speeds of freight trains, both of which re- 
quisites would prolong the life of railroad iron and 
superstructure. 
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investigation, (John Davis, Robert Schuyler, Amos 
Binney and Wm. Raymond Lee,) say as follows: 
“Trains of great weight, making in the aggre- 
gate an immense tonnage, have been drawn over 
these rails by engines of great weight and power 
at a speed of fourteen miles an hour, and the rails, 
even the lightest, are yet in a good condition. 
The weight, to be transported will be greater by 
far than that to be borne on any ether railroad in 
the country, and the wear and tear of the road, 
otherwise expensive by reason of its numerous 
bridges, will be in proportion to its business. But 
we entertain the opinion that by the use of en- 
gines of uniform and great weight, and of trains 
of a maximum length, and by having an ample 
supply of engines and coa! wagons, the company 
will be able to reduce the speed of its trains to 
less than eight miles per hour, and that this reduc- 
tion of speed will com ensate in a great degree for 
the wear occasioned by the greater weight of the 
trains.” 

The wear of heavy engines upon their own parts 
depends far more upon the number of those parts 
and the miles run than upon their size. 

This principle is well sustained by the experience 
of the Baltimore and Ohio company at the time of 
their adoption of the present class of heavy en- 
gines. The twenty-first annual report of that 
company, for the year 1846, says: 


“The whole amount charged to repairs of en- 
gines for the past year is, $74,139 51—from which 
must be deducted $3,119 28—for increase in stock 
of materials aud duplicate parts ot machinery— 
and the nett amount, showing the actual outlay for 
the maintenance of the engines, is $71,020 23. 
This is greater than the corresponding amount for 
the preceding year by $14,969 06—and the in- 
crease is sufficiently accounted for by the addition 
to the number of the engines and the work done 
by them. The average number at work during 
the year 1846 was equivalent to 5344 of the fourth 
class, and during the year 1847 was équivalent to 
74. Consequently the number of engines is 
greater by 39 per cent. The duty in tons and 
passengers carried one mile is also greater by 65 
per cent, while the increase in repairs is but 27 per 
cent. During the past year the “ improvements” 
in the engines were about equal in value to those 
which took place during the previous year and 
amounted to some $10,500.” 


The cost of repairs per mile and per ton per 
mile has been nearly as follows for the several 
classes : 


Cents per Cent per mile 
mile run. per ton drawn. 





Wii cte acs sagas idee 11.97 1696 
DA. 0406 Sens-n0ne denne 7.18 1612 
Piincitaisens spas ovenas 7.22 .8506 
MP éhanuds eoscietaass 8.07 38573 
Generai average for all —— 

classes, 8.78 .2505 


In this exhibit, the second class engine appears 
to have the advantage of the first, which, in its 
turn, has greatly the advantage of the third and 
fourih. The comparison is not, however, a fair 
one, as between the first and second. As the only 
two second class engines in the service have been 
but a year at work, while the 13 first class engines 
have been an average of not less than two years 
upon the road, and have labored under some im- 
perfections, in their smaller parts, which have now 
been remedied. But for these circumstances, and 
also, in a -measure, the state of the road upon 
which the engines have run, and to the fact that 


In speaking of the condition of the tracks of| the first class engines have been worked much 


the Reading road which had then borne the trans- 


harder than the second, it is not doubted that. the 


port of 1,800,000 tons of coal, the committee of| economy of the first class, in repairs, would have 





* Including new iron laid during the year. 


been considerably greater than that of the second. 
’ The general average cost of repairs and re- 








newals of all classes of engines, upon both roads, 
has been 10.14 cents per mile, and .3097 of a cent 
per ton per mile. In the preceding fiscal year, 
ending Sept. 30th, 1846, the general result upon. 
the Main Stem was $8.4 cents per mile run, and 
-8270 of a cent per mile per ton carried, against 
8.78 cents and .2505 cents in the year just ended; 
the increase of cost per mile run being but 44. 
per cent., and the decrease of the cost of the real 
duty performed being 234¢ percent. This com- 
parison simply shows how much more rapidly the use- - 
ful effect of the motive power increases than the cost 
of obtaining that increase.” 

The following was the classification of engines 
then adopted, as found in the report for 1846. 

The whole number of engines belonging to the 
company is, at this date, 49; divided into four 
classes, according to their weight and power— 
there are of the 


Class. Tons. Wheels. Rated at. 
Ist. 23 8 all drivers, 13, 39 of 4th class. 
2d. 16% 8,6,alldrivers,2, 4 Ls 
3d. 15 8,4drivers, 12, 18 Y 
4th. 10 6,4, 2 and 4 do, 22, 22 “ 


The principal cause for increased wear by adding 
more wheels to an engine, to effect a proper dis- 
tribution of weight, would be the increased num- 
ber of tires. But as the Baltimore and Ohio com- . 
pany had commenced the use of cast iron, chilled - 
slip tires, this item of cost was at once measurably 
reduced. This improvement is now estimated by 
the master Of machinery tosave the roed $30,000 
yearly on a stock of about 200 locomotives. 

It will be seen, however, by the comparison 
made between the Baltimore and Ohio and the 
Western railroad engines, that the average cost of - 
each of the former was but little greater ‘in 1862 
and 1853 than for the latter. The Baltimore en- 
gines now weigh about 27 tons, and are adapted to 
burn coal, which involves increased expense for 
repairs. Since 1846, also, these engines have com- 
menced work on the high summits of the Alle- 
ghanies and on the 116 feet grades. The expense 
for engine repairs on this road, in 1853, was made 
much greater than usual owing to causes of an ex- 
traordinary nature. 

The next important inquiry is into the consump- 
tion of fuel of engines of each class. 

The consumption of fuel by any engine depends 
upon the amount of water that can be evaporated 
in its boiler by a given quantity of fuel, and also 
upon the proportion of steam generated to that 
economically expended. In theory the consump- 
tion of fuel would be exactly in proportion to the 
expenditure of steam of a given pressure. That 
is, one engine having cylinders of twice the capa- 
city of another, and working under the same pres- 
sure, would consume twice the fuel. Butin prac- 
tice this is far from being a correct result. There 
are numerous and important sources of loss of 
fuel, which must remain proportionate to the 
number of engines rather than to their size. 

The amount of fuel consumed in getting up 
steam, in waiting at stations; the amount lost by 
leakages, or by dissipation under the grate bars 
or which is dissipated without effect. when the 
door is opened for firing, or which may be dissi- 
pated from an imperfect draught, and more than 
all, the fuel lost by injudicious firing, all are near- 
ly in proportion to the number of engines, without 
regard to their size. This conclusion is strikingly 
confirmed in practice, upon the Baltimore and 
Ohio road, as the following communication will 
show 

















Orrice Master or MacHinery, 
Baltimore and Ohio Railroad Co. 
February 15, 1854. 

Zerau CoLburn, Esa., Engineer, 
Sin,—Yours of the 8th inst. came duly to hand, 
and in reply to your inquiry, would state, that 
after a series of experiments, with different|coal, for all engines, an increase of 101 tons of coal 


locomotive engines, on our road, we find, that the 
“ practical proportion of the consumption of fuel, 
and water, follows the expenditure ofsteam ” in the 
following proportion.—The engines working under 
similar circumstances of steam pressure, &c. : 

“ Engine No 72,” with 20x22 inch. cylinder, re- 


quires 885-1000 of a pound of coal per gallon of|itselfto increase the cost of hauling ¢wo cents. per 


water. 
“Engine No. 102,” with 19x22 iach cylinder, 
requires 1 8-100 pounds of coal per gallon of 
water. 
“ Engine No. 76,” with 17x22 inch. cylinder, re- 
quires 1 3-10 pounds of coal per gallon of water. 
We have no practical means of testing whether 
an “ Engine of a given colinder capacity, will con- 
sume twice the amount of wood and water, of an- 
other of half the capacity, under similar circum- 
stances.” But my impression is, from the above 
result, that the larger cylinder would use less than 

double§the amount of wood and water. 

Very truly yours, 
8. J. Haves, 

Master of Machinery. 


Beyond the greater efficiency of fuel in gen- 
erating steam ina large than in a small boiler, 
there is an increased effect derived from wsing 
steam of a given pressure in a large engine, com- 
pared with a smaller one. This comes from the 
fact that the resistance of the pipes, ports and 
blast openings, is relatively less, but principally 
because the condensation of steam in the cylinders 
and the loss by priming is relatively much less. 

Notwithstanding the fact that theory would in- 
dicate a consumption of fuel proportionate to the 
power exerted, it is probable in practice that one 
engine exerting twice the power of another, could 
be run with not above fifty per cent. more fuel. 
This I should state as a general result, in view of 
the best means of information, and as applicable 
to the present construction and method of working 
engines. 

It is interesting to trace the gradual reduction 
in the cost of carrying coal over the Reading Road, 
consequent upon the adoption of heavy engines 
and the running of maximum trains at slow 
speed. 

The cost per ton carried in 1844 was 41 8-10 
cents., but the engineer, in view of the recent 
adoption of first class (first class then) engines, said 
“the greatly increased power of the new engines 
(their load exceeding the average of 1843, 218 
tons) combined with the expected economy in the 
use of iron cars, (both of which were placed on the 
road late in the season,) will reduce the cost of 
transporting coal during the coming year to be- 
tween 35 and 88 cents per ton.” 

That these anticipations were realized is seen in 
the next report. In 1845 the expense was 37 1-10 
cents per ton, a reduction of 4 7-10 cents. over the 
previous year. The engineer then said “ This de- 


crease in cost of hauling, of 4 7-10 cents. per ton, | their coal trains was only about 100 tons, in 1853, 
(or $38,271 11 on the years business,) has been | (limited by adverse grades) yet from the cheap- 
chiefly effected by the addition of the first class |ness of their fuel, their economy of making repairs, 


: and the very satisfactory working of these excel- 
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lent machines. Their power, economy of repairs, 
ease to the track, and general efficiency have 
fully equalled the anticipations which induced 
their order and purchase. By their use, the aver- 
age load of the past year has been 295 tons of 


per train, compared with the business of 1844,” 


In view of these flattering results a belief was 
expressed that the working of the engines would 
show a still further reduction in the coming year 
to 88 cents per ton. In 1846, however, a heavy 
rise in labor and on wood, occurred, sufficient of 


ton ; while from increased cost of car repairs, and 
other charges wholly independent of the size or 
weight of the engines, the cost was 88 and 89- 
100th cents. per ton. Had there been no rise in 
fuel and materials, nor in labor, this would not 
have exceeded 361¢ cents, a reduction on the cost 
ofthe previous year. One important cause of the 
increase, however, was a temporary suspension of 
business during the season, caused by a severe 
freshet; and alse ths falling off in the demand 
for coal at a later period in the season. 

Iu 1847, an increase of the cost of fuel, labor 
and materials, with an unusual expense for contin- 
gencies, raised the cost to 45 84-100 cent. per 
ton. 

The same causes continuing in 1848, the cost 
was 4516 cents per ton. In 1849, under nearly 
the same circumstances, the cost was 435¢ cents 
per ton. The expenses of coal cars this year were 
very heavy. 

In 1850, without any sensible change in the 
character of motive power, but under still higher 
prices for fuel and labor than before, the cost was 
41 cents. per ton. 

In 1852, under about the same circumstances 
as in 1850, but by a considerable use of anthracite 
fuel, the cost was reduced to 35. 36 cents. per ton. 
In 1853, with average trains of greater weight 
than in any previous year, viz., 8392 tons of coal, 
and with the use of anthracite the cost was 32, 49 
cents per ton. With lighter engines, burning 
wood; the cost was 38. 97 cents. per ton. 

The power of the engines of the Reading road 
appears to have been increased about 30 per 
cent. since 1846. The amount of wood, oil and 
waste consumed, and labor employed is less in 
amount, now than then, but is about 30 per cent. 
higher in price. The Repairs of engines cost at 
least 50 per cent more now than then, chiefly by 
reason of a great increase in the prices of labor 
and materials, and to the effects of burning an- 
thracite coal, probably less than 10 per cent. of the 
increased cost being due to the increased size. 
Here we see that the Reading Railroad, having 
grades the most favorable possible for its immense 
business, has been gradually increasing the capa- 
city of its engines ever since it commenced busi- 
ness. It is now using engines of over 60,000 Ibs. 
weight, carrying in many cases loads of 900 or 1000 
tons weight, and averaging nearly 400 tons of coal 
per train throughout the year. 

The Baltimore and Ohio road have been doing 
the same thing. Although the average load of 





engines put upon the road during the past year, 





and from having no “ drawbacks,” “ dumpages,’ 


premiums,” or other outside charges to pay, they 
are carrying coal for less, per ton per mile, than 
the Reading road, with all its advantages of 
grades. 

That the Western road can yet practice an im- 
portant means of economy, by improving the con- 
struction of its engines, there cannot appear a rea- 
sonable doubt. 

The means of increasing the capacity of its 
engines are by throwing overboard the truck 
frame and substituting driving wheels in place ; 
by which the power of the engines would be in- 
creased and a better distribution of the weight 
effected. The boiler and cylinders should be en- 
larged, and the wheels reduced in size ; by which 
more power would be had, and at a lower speed 
And in doing this the railroad managers of New 
England must come boldly up and adopt the im- 
provements which} more enterprizing managers 
than themselves have made. There is a popular 
sentiment which demands improvement, and it is 
certain that every real improvement will be adopt- 
ed in practice, no matter who is jealous, or pre- 
Judiced, or adversely interested. 

It is undeniable that important improvements 
have been made in locomotives, not only since their 
first adoption, but within the last few years. It is 
equally undeniable that New England companies 
have been the slowest to adopt them; and have 
not recognised many of them, even yet. It is un- 
deniable also, that the general interests and the 
railroad interests of New England suffer from the 
absence of these improvements, by which the 
efficiency of motive power is diminished, and the 
relative cost thereby increased. 


The Western road has, I believe, renounced the 
purchase of the inside connected engine. It isa 
good move, but one which many other roads never 
had to make, while most others out of New 
England, made it long ago. This arrangement at 
one time might reasonably claim to possess in- 
trinsic merits. But its demerits are now obvious 
enough; and yet, a few railroad men are still im- 
pressed with a belief that it is the best because it 
has been sustained longest in New England. The 
crank engine is a heavier, more clumsy and un- 
safe, and a less efficient and economical plan than 
the outside connection. But its worst feature has- 
always been that it imposed limits to any sensible 
increase of the capacity of the engine, and-that it 
prevented a proper coupling of the wheels. The 
Balti more and Ohio Company well know, at least 
their principal officers do, that their 20 inch cyl- 
inder engines, built by themselves, are much 
more economical and efficient than any of their 
others. (These 20 inch cylinder engines, I have 
not made the subjects of comparison, however 
with the equipment of the Western road.) But 
where could room be found with the inside conec- 
tion for a 20 inch cylinder and 22 inch stroke? 
Which pair of wheels could it attach to the piston ? 
The engine would not be practicable upon the 
narrow gauge. 


I might have shown, in most minute detail, all 
of the advantages of powerful engines, especially 
upon undulating roads; But, besides that my 
own engagements do not now permit of my 
elaborating this principle to the extent which I 
have already done, in many of my previous arti- 
cles; and which I shall yet do in another connec- 





tion, when I have the time properly to address 
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mysélf to the task,—besides this, I am conscious 
that the larger part of my readers appreciate 
these advantages already. I do not look upon 
what I propose for Massachusetts réads as an ex- 
periment, for it has had the confirmation of years’ 
of intelligent experience. I only contend for an 
application. 1 would not propose the identical 
engine now used by any road; but the fundamen- 
tal principles embraced in the system of motive 
power of the Baltimore and Ohio, and the Read- 
ing Roads, have proved their value enough to 
command the attention of managers in New Eng- 
land. 

The great principle to be preserved is the adap- 
tation of power. This requires a practical sense 
of the resistance of grades, such as railroad men 
do not always possess. They have not perhaps, 
troubled themselves with first principles, and when 
they see the engine start a monstrous train, equal 
to its full power, on a level, they will not under- 
stand that but one half as much could be carried 
up a grade of 22 or 25 feet per mile, or arate of 
inclination hardly perceptible to the eye. But so 
itis. Let us see what would be required in the 
way of motive power to take a train of 711 tons 
on a level and up different grades, say to 60 feet; 
the performance on each grade to be with the 
same steam pressure and at the same velocity. 


Resistance, Cylinder, Stroke, Driver 
Grade. Ibs. inches. inches inches. 
Level. 7,111 16 20 4 
20 feet, 12,800 18 22 43 
40 * 18,800 21 24 42 
60 * 24,900 24 26 44 


For trains of less than 711 tons, on a level, or an 
descending grades ; the Reading company use an 
engine nearly as powerful as is designated for a 20 
feet grade. This they do in order to have a sur- 
plus of power under all circumstances, and to en- 
able them to work steam expansively. But allow- 
ing a 16 inch cylinder, 20 inch stroke and 41¢ feet 


-whee! for a level road. An engine to pull the same 


load on a 60 feet grade only, would require to be 
of 24 inch cylinder, 26 inches stroke and but 44 
inch wheel! To what an extreme would the prin- 
ciple lead us. Is it proper then to stick to the 
light engine for even an 83 feet grade? Is it proper 
to surrender a portion of our load at every in- 
creased rise, and to draw little more than the 
weight of engine and tender up the steeper grades. 

Adapt the engines. Remember that as the load 
diminishes the gravity increases, and that when 
the whole load of perhaps 100 tons is barely moved 
up the grade, the eight tons upon the engine truck, 
neither adds to the useful power of the engine, 
nor is it any part of the productive load. It is so 
much drag, equal to one half of a loaded car. 

Adapt the engines. If a 21 inch cylinder and 24 
inch stroke be admissable upon an engine, remem- 
ber theré is the same reason for adopting it on a 
40 feet grade, that exists for the use of a16 by 20 
inch cylinder on a level. 

It is an important step to know the limit of size 
of a engine upon the narrow gauge. Fora freight 
engine a cylinder of 21 by 24 inches is easily at, 
tained ; so is a boiler of 54 inches diameter and 14 
feet long; a grate 48 inches wide and.7 feet long- 
if necessary. Engines of 35 tons -weight are -per- 
fectly practicable if there is necessity for their use 
and as to the latter point there certainly is neces- 
sity, if they have proportionate resistances to en- 
counter. 





AMERICAN RAILROAD JOURNAL. 


To show how engines of a size, greater than 
those in present use, can be made, is nothing very 
difficult for any mechanic. I think, however, that 
I have shown why they should be so made, in some 
cases, and if so I have attained my object in the 
present essay. 





Journal of Railroad Law. 
RAILROAD SUBSCRIPTIONS. 

When will they be rescinded as having been 
fraudulently procured? When the false state- 
ment or the suppression of truth of which the 
aggrieved shareholder complains is of such a char- 
acter as to materially concern the intrinsic char- 
acter of the road to which they relate. It is not 
eveoy misrepresentation or concealment which will 
be sufficient to annul a subscription. Redress in 
such cases may be often found by holding the man- 
agers of companies to a strict accountability. 

The case of Pulsford vs. Richards, 19th Eng. 
Law and Chanc. Reports, p. 381, was an applica- 
tion to the Court of Chancery based upon the fol- 
lowing facts. 

Upon the establishment of the West Flanders 
Railway Company, a person named Chantnell, who 
had been instrumental in forming the company 
and in procuring grants in reference to the same 
from the Belgian government. obtained from the 
directors an agreement to pay him a large per 
centage upon the capital of the company, had al- 
lotted to him 4000 shares of stoch, and guaranteed 
to him £500 a year as a permanent salary, as gen- 
eral superintendent of the road. The directors 
also allotted to themselves 20,000 shares of the 
company’s stock, and 10,000 shares for themselves 
and the shareholders of the Sambre and Mense 
Railway, of which they were also the directors. 
In the public Prospectus of the company inviting 
subscriptions, these facts were suppressed, although 
it was stated that the directors had reserved a 
commission of £3 per cent on the capital, as a 
mode of reimbursing themselves for their time, 
trouble and outlays. 

The petitioner in this case prayed the court that 
he might be relieved of the shares of the West 
Flanders Railway Co., for which he had subscribed 
and be re-paid the amount of his deposit money 
and calls. 

But the Master of the Rolls held that the omis- 
sion in stating facts complained of in the case in 
question was not of such a nature as should en- 
title the stock subscribers ¢o be relieved in accord- 
ance with their petition. 

The Master observed, in substance, that Mr. 
Chatnell’s duties must mave been performed by 
some one, superintending the expenditures of 
money, ascertaining the owners of land and nogo- 
tiations relating to the road with the government 
and with individuals were very essential and im- 
important duties. Mr. Chantnell seems to have 
been peculiarly fitted for the duties which he un- 
dertook toperform. It was the duty of the direc- 
tors to procure some such agent at a fair compen- 
sation for his services. No evidence had been pro- 
duced to show what was a fair compensation for 
services like those. of Mr. Chantnell would be. 
But suppose the remuneration allowed to him to 
be exorbitant, silence in respect to it would not be 
a good reason for annulling stock subscriptions. 

It was not a suppression of the facts which affected 
the intrinsic value of the wndertaking. That would 
depend upon the population and business of the 
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country traversed by the road—the difficulties of 
construction—the cost of the land required and 
the like. 

The extravagance of railway directors is a ques- 
tion between them and the stockholders, to be ad- 
justed at their settlement of mutual accounts, but 
does not furnish adequate ground for annulling 
contracts with shareholders. Both before and 
after the establishment of a line, directors must 
contract in relation to it at fair and honorable 
prices, or they become individually responsible. 
If indeed the directors had permanently encum- 
bered the rovd, for example, by a rental to the 
Belgian government the case would have been dif- 
ferent. But certain expenses are incuitable in the 
formation of companies. The bill was dismissed 
With costs. 


MERCHANDIZE NOT LUGGAGE. - 


In the lately issued volume of the English Ex- 
chequer Reports is contained the case of the Great 
Northern Railway Company, Appellants, vs. Shep- 
herd, Appellee, which in part indeed, is only a re- 
iteration of the settled doctrine of our own Courts, 
but which yet presents some novel points, apper- 
taining to the Law of Common Carriers. 

The plaintiff below brought an action to re- 
cover damages amounting to about £40 for the 
loss of ivory knife-handles, books, carpet-bag, &c. 
He was a cutler living in Sheffield, and with his 
wife, bought third class tickets of the Great North- 
ern Railway Company from that place to London. 
When there he purchased a quantity of knife- 
handles to be used in his busiuess, and returned 
on the same day. His goods were contained in a 
deal box, in two brown paper parcels, all marked 
with his address. Each third class passenger was 
allowed 56 lbs. of luggage. The plaintiff on enter- 
ing the return train placed bis box in the Inggage 
car, and the other articles under his seat in the 
passenger car, and in so disposing of his property 
received no help from the porters of the train. 
At Bedford it was necessary to change cars, and 
to wait an hour for another train. On this occa- 
sion too, the plaintiff, below, took the sole charge 
of his goods without receiving any aid whatever 
from the employees of the Company. There was 
no guard to give warning in case of interfering 
trains, and consequently a collision took place, by 
which the plaintiff, below, was injured, and it be- 
came necessary to transfer him to another car. 
While changing his car, he spoke to the Railway 
porter about his box, &c., and was informed that 
they should all be duly cared for. The box was 
found, but the other articles were not. 

Several questions were upon the appeal submit- 
ted to the Court. ; 

Ist. It being conceded that most of the articles 
lost were to be used by their owner in the manu- 
facture of cutlery, and were not personal luggage, 
was the Company liable for their value ? 

2d. Was not the Company exonerated from lia- 
bility by the fact that the luggage or goods of the 
plaintiff, below, exceeded 112 Ibs., the weight 
limited in England by law? 

3d. Were not the goods to be regarded as re- 
tained by their ownei* in his own custody and 
possession ? 

4th. Was not a new contract made with the 
owner of the goods at the moment of changing 
cars after a collis‘on ? 

The Appellate decided, 
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ist, That if a passenger so packs his merchan- 
dize, that it passes for mere luggage, and the car- 
rier has no notice that it is merchandize, he is not 
responsible forits loss. The contrary is true if the 
carrier knows what the true character of the goods 
is, and consei.ts to receive and transport them. 
And luggage is only what is ordinarily carrivd for 
traveling purposes, with perhsps a book or two for 
amusement or presents. 
The American Courts have substantially decided 
in like manner. See 26 vol. American Railroad 
Journal, p. 515, ib 765, ib 299, ib 68. Also 9 
Wendell’s Reports 85; Orange County Bank vs. 
Brown. 
2d. That where the limited amount of luggage 
for each Railway’ passenger is 56 Ibs. and a hus- 
band and wife are traveling in company under cir- 
cumstances to which that limitation is applicalc, 
the baggage of either party may exceed that 
amount, provided the luggage of the two together 
does not in the aggregate weigh over 112 ibs. It 
would, indecd, be often inconvenient to sort out 
and carry separately the traveling conveniencies 
of such, usvally confidential companions. 
8d. Although the luggage of a passenger is not 
delivered to any servant of the Company, the law 
regards it as being in the custody of the Company, 
and holds them accountable for the same. The 
passenger pays for the safe transportation of him- 
self and luggage. 
4th. In the case above stated, no new special 
contract was made between the parties at the time 
of changing cars, but the Railway porter simply 
recognized the general liability of the Company. 





Nerth Missouri Railroad. 

The following gentlemen have been elected Di- 
rectors of the North Missouri Railroad for the cur- 
rent year: Col. John O'Fallon, Thos. T. January, 
James T. Sweringen, Gerard B. Allen, A. Krekel, 
Calvin Case, Lewis Bissell, John D. Coalter, Rob- 
ert M. Renick, John Hartnett, Andrew Harper, 
Carlos 8. Greeley, Isaac A. Sturgeon. 





Newport and Louisville Branch Railroad. 
At the last session of the Kentucky Legis- 
lature, an act was passed to incorporate the 
Newport and Louisville Branch Railroad Com- 
pany. This ir a very important enterprise. New- 
port and Covington are towns in Kentucky, lying 
opposite to Cincinnati, through one or the other of 
which, all roads approaching Cincinnati from the 
South, must pass. It isa singular fact that al- 
though Cincinnati is the radiating point for a vast 
web of railroads, connecting her with the East 
with the Lakes, with Indiana, and with St. Louis 
and Chicago, she has no southern conncctions 
through Kentucky, except the Covington and Lex- 
ington Railroad, which is in progress. And this 
is the more surprising as the intercourse between 
Cincinnati and Louisville is immense, giving now 
full employment to two regular daily lines of 
steam packet boats of the largest class, besides 
numerous transient boats; and the vast travel 
from points still farther south, would also be 
thrown into this channel if a railroad was in exis- 
tence—especially during the season of low water. 
Two or three years ago, a charter was granted 
for a railroad from VUovington to Louisville, but 
the organjzation ot the company, as wel] as the Jo- 
cation of the road, were considered objectionable 
by the capitalists both of Louisville and Cincin- 


No. 18 Witttam-Sracer. New York April 6th 1854 


tions adopted by these Companies, providing for 
an increase of stock for the purpose of completing 
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The Newport road, chartered last winter is to con- 


or near Eminence, about thirty miles from Louis- 
ville, and to run thence to Newport, about 70 
miles, making the whole distance about 100 
miles, This is about the length of the other road 
—the Newport road having the advantage, if it 
be one, of having only seventy miles to make. 
There is no railroad in the United States, made 
or projected, which offers better prospects for pro- 
fitable investment than this. It will be laid upon 
the shortest and best route, between two populous 
and flourishing cities, having a vast and rapidly 
increasing commercial and social intercourse with 
each other, and being in the direct line of an im- 
mense stream of trade and travel, from points be- 
yond those cities. The distance between Louis- 
ville and Cincinnati is a Thermopoly which few 
travelers find it convenient to avoid in passing 
through.the West, from North to South. 
At Louisville, this road will have the advantage 
of the entrance into the heart of the city, and the 
use of extensive depot-grounds, in consequence of 
its connection with the Louisville and Frankfort 
Railroad—an advantage worth several hundred 
thousand dollars; and at Newport it will, through 
the liberality of property owners, have the right of 
way and depot grounds ceded to it on the most 
easy terms. The depot will be on the bank of the 
Ohio, immediately opposite to that of the Little 
Miami Railroad, which is also on the river bank, 
within the business part of the city, and near the 
steamboat landing. The connection with the Lit- 
tle Miami Road, which inevitably follows the 
making of the road, must be of obvious advan- 
tage, that being the oldest railroad in Ohio, well 
made, in fine order, with valuable connections 
prosperous business, and high credit, while even 
that road will be fortunate in a connection which 
will probably more than double its business. 
We are happy to be able to say that this valua- 
ble road, is in hands which will not allow the en- 
terprise to sleep. J. H. 





Michigan Southern and Indiana Northern 
Railroad. 

We give below the circular of this Company 
stating the determination of the directors to issue 
acertain amount of New Stock for the purpose of 
providing means for the prosecution of the un- 
finished works of the company. Of the propriety 
of raising money by a sale of stock in preference 
to sale of bonds, the directors are the best judges. 
There is no question that the course adopted will 
readily produce the amount required. The route 
of the above road is second to none in the United 
States, connecting as it does, by the shortest line, 
the southern shores of Lake Erie and Michigan, 
around which travel going east or west must al- 
ways pass. A prolongation of this line in the 
same general direction, to the Mississippi river on 
the one hand, and the Atlantic on the other, may 
be regarded as identical with the azis of the com- 
mercial system of this country; the focal point 
toward which every part of it tends. 

Office of the Michigan Southern and Northern 

Indiana Rail-Road Companies, ; 


SIE, We band you herewith a copy of Resola- 





nati, and the stock has not been taken. 


the Goshen line and the Jackson Branch, and for 


nect with the Louisville and Frankfort Railroad, at| 4 


a distribution of the same among the stockhol- 


ers. 

As this increase has not been heretofore contem- 
plated, and as it deviates from the plan originally 
adopted by these Companies for the construction 
of these lines, it is proper briefly to explain the 
reasons for it. 

Acting upon the policy long since settled by the 
Board of Directors, and steadily adhered to, that 
no Convertible Bonds should be issued for the con- 
struction of the work under their charge, they 
had proposed to provide the means for the com- 
pletion of the lines now in progress, by an issue 
of stock for a portion of the cost, and of Mortgage 
Bonds for the remainder, 

The stock was accordingly issued and distribu- 
ted among the stockholders last season; and the 
Bonds were prepared for sale whenever the Com- 
pany should require the proceeds. In the m-an- 
time the entire work has been put under contract ; 
the Iron and Equipment all purchased, and every 
preparation made for bringing the lines into use 
by the close of the current year. 

The present moment, however, is very unfavor- 
able for ralizing from sales of the Mortgage Bonds ; 
and the Directors feel that the prices which those 
securities would now command in the market are 
not such as the interests of the shareholders would 
justify them in accepting. They have, therefore, 
determined to make a further issue of stock to the 
amount of 25 per cent. upon the existing stock, 
and to distribute the same pro rata among the 
stockholders at par, in the manner and on the 
terms specified in the annexed resolutions. 

All the stockholders of both Companies, inclu- 
ding the holders of “ Construction Stock,” are enti- 
tled to their proportion of this new issue,—the last 
payment for which (as will be perceived by the 
resolution) falls due on the Ist July next,—inters 
est at 7 per cent. per annum being allowed to that 
time on instalments paid, after which date the 
stock will be entitled to full dividends. 
Stockholders residing in Europe or elsewhere 
out of the United States, will be allowed thirty 
days additional time to make payment of the first 
instalment; but the entire payment must be com- 
pleted by the day stated. Agents are requested 
to notify their correspondents accordingly. 

Believing this arrangement to be one which will 
promote the best interests of the Companies, and 
of the shareholders, the Directors invite their cor- 
dial co-operation in carrying it into effect. 

We avail ourselves of this oportunity to congrat- 
ulate the stockholders upon the very great in- 
crease in the business of the roads, as indicated 
by the earnings for the first quarter of the present 
year, which amount to $331,417 against $196,234 
for the corresponding period last year,--an in- 
crease nearly equal to 70 per cent. 

The total earnings for 1853 were $1,573,180. 
Should an increase proportionate to that above 
stated, be maintained for the remainder of this 
year, the total earnings for 1854 from the comple- 
ted portions of the roads, will reach aa amount 
considerably exceeding $2,000,000. In any event, 
we feel sure that the net earnings from our line 
will be ample to redeem all the promises of profit 
which we have held out to the stockholders. 

Joun B. Jervis, President. 

Epowin C. Litcurtevp, Treasurer, 


[RESOLUTION REFERED TO IN PRECEDING CIRCULAR. ] 
At a Meeting of the Directors of the Michigan 
Southern and Northern Indiana Rail-Road Com- 
panies, held at their Office im New-York, the 4th 
day of April, 1854, it was. 

Resouvep, That a new issue, of stock be made, 
equal to 25 per cent. upon the amount of all exis- 
ting stock of the Michigan Southern and Northern 
Indiana Rail-Road Companies; that the same be 
issued in the proportions of three shares of North- 
ern Indiana to one share of Michigan Southern 
Rail-Road stock; that the same be distributed 
equally among all the stockholders of both Com- 
panies who shall be such on the morning of the 
first day of May next, in proportion to the amount 
of stock then held by them respectively ; that said 


stock be issued to the stockholders at par, and the 
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payment for the same required to be made at the 
Office of the Company, in the City of New-York, 
as follows : 25 per cent. on the 10th day of June; 
and the balance on the 1st day of July next; with 
jiberty to any stockholder to pay faster or in full 
previous to said dates; that interest upon said 
payments be allowed at the rate of seven per cent. 
per annum until the Ist day of July; on and after 
which date stockholders who have paid as afore- 
said will receive certificates of said stock, which 
will be thereafter entitled to receive full dividends 
equal to any of the existing stock. Stockholders 
who do not signify their intention to take their 
proportion of stock by making the payments 
thereon as required, will be deemed to have for- 
feited their right to the same. Parties entitled to 
fractions of a share will be allowed to make the 
same full. 

Reso.tvep, That the President and Treasurer 
cause a Circular to be issued to the stockholders. 
informing them of the proposed issue of new stock, 
and the terms thereof, as specified in the p-eced- 
ing Resolution, and such public notice to be given 
of the same as they may deem proper. 





Railway Extension — he Trade of Montre- 
ale 

The sagacity of those citizens of Portland and 
Montreal, who first undertook the construction of 
the existing railway between these cities, is now 
beginning to be appreciated. Added to the sever 
al lines of Canadian Atlantic Steamers, this road 
gives to our city the advantage ofa seaport dur- 
ing the whole that season in which nature seemed 
to our ancestors to set an icy seal, impossible to 

be opened, on the operations of commerce, and 
the other larger intercommunications of mankind. 
But while we begin to form some idea of the truth, 
we shall not measure accurately the whole of the 
benefits to be derived from this great basis of 
trade, till the dependant lines of railway have 
been pushed backwards, not only to the extremity 
or cur own borders, but to the feet of the Rocky 
Mountains Even then some gorge must be sought 
out— some “ notch” or waterworn track discov- 
ered, by which a passage may be opened to the 
locomotive from the eastern to the western slopes 
of the Great Western range, before our career to- 
wards the setting sun will be accomplished. In 
short, between the enterprise of our own railway 
potentates and those of our neighbors in the Wes- 
tern States, Montreal must shortly be a principal 
stage on tbe high road between the Atlantic and 
the Pacific, and practically the wharehouse for a 
vast Atlantic seaport, whose wharves will not be 
confined to the beaches of one city, but will be di- 
vided among the three cities of Quebec, Montreal 
and Portland. 

The special circumstance that brings the sub- 
ject under our notice, and, through our mediation 
to the notice of our readers, is the reception by 
us of a manuscript report, not yet printed, but 
just presented by Mr. Walter Shanly, well known 
as a Canadian Engineer, to the Directors of the 
Port Huron and Lake Michigan Railroad Compa- 
ny. The object of this Company, it may be short- 
ly stated, is to cross the State of Michigan in a 
line which shall be the extension of our own Grand 
Trunk, westward from its termination at Port Sar- 
nia. It may not be uninteresting to Canadians, 
who feel pride in believing their countrymen _,equel 
to any enterprise, to learn at once, that not only 
the survey for this project has been made by a 
fellow countryman, but that the whole work has 
been contracted for by the Canadian firm of Hol- 
ton, McPherson, Galt and Gzowski. 

_The whole distance thus brought into the most 
direct communication with this city is westward 
to Prairie du Chien, nine hundred and fifty-eight 
miles, eastward to Portland two hundred and nine- 
ty; in all twelve hundred and forty-eight. The 
distance is thus divided, viz: Prarie du Chien to 
Milwaukie, 160 miles; Milwaukie per steamer to 
Grand Haven, 85 mile; Grand Haven to Port Sar- 
nia, 202 miles; Port Sarnia to Toronto, 168 miles ; 
Montreal to Portland, 290; or to Quebec 180. 

The great success of the existing roads through 


many years éxertion—but springing, spontaneous- 
ly from beneath the locomotive, shows the won- 
derful adaptation of those fruitful regions to al- 
most unlimited progress, and the imperative ne- 
cessity for the seaboard to be connected with them 
to order to partake in its own degree of their pros- 
perity. We regard this extension of our main ar- 
teral communication on the other side of Lake 
Huron, as essentially a Montreal road, as if it 
were to be construction where its terminus could 
be reached in a quarter of an hour’s drive from 
the French Church.—Montreal Herald. 


Publie Lands of the United States 
In the minority report of the Committee on pub- 
lic Lands, made a few days ago to Congress, it is 
set forth that an official statement from the Com 
missioner of Public Lands shows that there has 
been gianted to the States and Territories named. 
up to June 30th, 1853, for Railroads, Internal Tm 
provements, Schools and Deaf and Dumb Asy- 
lumns, and to States for seats of government, 
Public Buildings, Corporation, &c., as follows: 
Roilroads, &c. Public Buildings 











Acres. Acres. 
To Ohld....... 1,979,530 8.883.617 
To Indiana.... 2,283,219 1,792,526 
To Illinois..... 4,096,848 2,146,444 
To Michigan... 2,363,477 6,974,116 
To Wisconsin.. 1,934,464 1,350,630 
To Towa...... 2.336.302 121,878 
To Missouri... 3,472,391 3.589,751 
To Arkansas.. 3,623,827 8 865,154 
To Louisana... 1,332,124 11,864,190 
To Mississippi. 2,097,754 2,514,175 
To Alabama... 1,867,232 240,643 
To Florida.... 1,475,507 5,805,394 
To California... 7,265,404 werd 
To Minnesota.. 6,429,244 
To Oregon..... 12,186,987 
To New Mexico 7,493'120 
To Utah....:.. 6,681,707 
18 States, 4 Ter- 
ritoriesamt,.... 68,913,937 54,148,514 
For Railroads, Internal Improve- 
MONE, GLC. . 60. cece cone wend 68,913,937 
113,062,451 
Amount sold up to same date... 103,197 356 
Amount of grants over the sales. 19,865,095 
Add grants for military services. 24,841,980 
P| TOC ye 44,707,075 


Amount of grants and sales.... Acres 252,001,787 

Had the lands, says the Report, granted to the 
States and Territories—123,062,451 acres, been 
sold at Government price, it would have amounted 
to $153,848,054. Of this sum Virginia was ontitl- 
ed to millions of dollars. 

In one case only of grants to railroads, that ot 
the Illinois Central Railroad, the report shows 
tbis Company hare received 2,751,711 acres, 
which, at government price, would amount to $4,- 
689,639. 


Lake Superior Copper Mines. 

The ‘Lake Superior Journal publishess several 
particulars with regard to the mines in that dis- 
trict, including a statement of copper, iron and 
silver ores received at Sault Ste. Marie, during 
the past year, from which we find that the enor- 
mous quantity of 1,351 tons 326 pounds was taken 
from the Cliff mine alone, while the average yield 
is about 30 tons. 

Of 34 Lake Superior copper mines we find that 
the proprietorship average in shares from six 
to one hundred thousand dollars. The amount 
of paid up capital averages about 12 per cent of 
that sum. The value of the Boston and Pittsburg 
mine is estimatgd at by far the largest figure, viz; 
$870,000, while the lowest is the Iron City mine‘ 
stated to be worth $30,000. The total value of 
all the mines is put down at $7,033,300. 

The whole amount paid in on the 34 mines of 








Michigan—not the result of a trade built up after 


the Lake Superior Coppor region, enumerated a- 


bore, is equal to $2,120,000. The total value of 
these mines, is equal to $7,033,300. The amount 
of copper received from all the mines, up to the 
opening of navigation in 1854 is estimated at 14,- 
000 tons, equal in value to $4,620,000. The pro- 
dnet of the Lake Superior district for the year 
1854 will exceed 3,600 tons, which, at the present 
price of copper, will amount to nearly $2,000,000, 
or one-third as much as the product ofall the 
English mines. 





Milwaukee and Mississippi Railroad. 
The earnings of this road continued to show a 
most gratifying result. The earnings for the first 
quarter of the year are as follows, viz. :— 

1854. 1853. 

January .... $23,224 29 | January..... $10,891 26 
February... 26,192 33 | February.... 
March...... 20,698 61 | March...... 8,143 36 


Total.... $70,115 23 | Total .... . 27.875 46 
The above exhibits an increase of over 150 per 


cent. and that, too, when only eighteen miles have 
been added to the length of the road. 


In reference to the fature, we copy the follow- 
ing from a statement of the Superintendent and 
Chief Engineer, recently published in the Milwau- 
kee Sentinel. 

“T have thought it proper to say that the road 
will be in operation to Madison about the first of 
of June, and that the gross receipts for the year 
1854, are estimated at $400,000; and allowing 40 
ner cent. of the same for the expenses of operating 
the road, leaves an acconnt of dividends, on a cap- 
ital of about $2,000,000, $240,000, equal to 12 
per cent. 

The following are the monthly estimates of busi- 
ness, which give the above result : 








Janeane 1GGA js i icine Seta ccctetsden $23,224 29 
February, <6 0s cose ccs sews cevandanen 26,192 23 
Mat. i. Sota dice sees Kee beeeew 20,698 61 
Ree, cnn. das cdes once sada veus Geeee 22,000 00 
WG acne 066s sacs sosw ede perweeunnl 25,000 00 
DOB iid ectdadiciess-ma cepa ,000 00 
SON. sn cadétiees.ccudicnd 27,000 00 
AME, ..20. ceils sans weee eons senneean 30,000 00 
Septemillef, o:.c.i0.0 sete ctsuuseavetba 60,000 00 
eR et eee 60,000 00 
rebie.2 6 BES iin cc ad Godaewans 44.000 00 
Ducewbet, . f6 ws ekeces eepnns 34,884 77 

Total, 2 i cdav late woes sina naeees $400,000 00 


It is hardly necessary to add that if this result 
is attained, (of which I have not the least doubt, 
if the crops are a fair average) on a road of which 
80 miles is in operaiion for half the year, and 96 
for the remaining half, for the first year’s busizess, 
that it should be in the higest degree satisfactory. 
Besides that it should settle beyond a doubt that 
the stock of the M. & M. road will be a ten per 
cent. stock, under all circumstances and at all 
times. Epwarp H. Bropmgap, 

Engineer and Sup’t 





Tennessee. 
COUNTY SUBSCRIPTIONS TO RAILROADS. 

The following is a copy of a law, recently pass- 
ed in Tennessee, regulating the subscription of 
connties to railroads. It is entitled an act to pre- 
vent oppressive county taxes for railroad pur- 


poses. 

Be it enacted by the General Assembly of the State 
of Tennessee, That it shall not be lawful for any 
county in this State, which may have heretofore, 
or which may hereafter subscribe stock to a rail- 
road company or companies, under any law an- 
thorizing such subscription, in the 
amounting to more than one-fifteenth of the value 


State, and every county bend issued in violation 
of the provisions of this act, is hereby declared 





pull void as to so much as shall be an excess 








of the limit ‘above ‘stated. "Provided, that no coun- 
ty in this State, under any existing law, shall sub- 


scribe in the whole exceeding one million of dol-| — 
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American Railroad Journal. 
Atlantic and St. Lawrence. .. Maine./150} 1,538,100) 2,978,700) 5,978,700) 254,743] 118,520\none| 83 
Saturday, April 22, 1854. Androscoggin and Kennebec.. “ | 55) 824,863) 1,048,540) 2,086,140} 177,003} 80,058none| 30 
= Kennebec and Portland.. .... | 72) 1,078,678) 1,489,694) 2,520,981) 168,114) 100,552\none} 41 
Stock and Money Market. Port., Saco and Portsmouth.. “ | 51) 1,355,500) 123,884) 1,459,884| 208,669)........ 98 
The share market is not materially changed Mare “ sombeiens, sain q NHL - Bap vite 841,100 ae anaes pee none po 
i " ; recovered some- oston, Concord an ontrea 649,278 622,200 2, 40,21 ’ F) none 
en MRM ons anse:scex saree 85| 1,485,000, none. | 1,486,000| 805,805] 141,836, 8 {108 
: Se or ae SND russ s s0bn008-s0'05.0> “ | 64) 2,078,625, 720,900} 3,002,094] 287,768] 55,266 5 | 87 
pression, but the market is still very heavy. |Northern ........ 0... 000+ ©. ME CRBBAOE «5 oi crnenlevte canes 828,782} 163,075) 5 | 50 
Transactions in bonds are limited to first class | Manchester and Lawrence... Ms | De FEB 0 ae pavephidsicn debdbenes nnondeetacsuss 6 | 88 
securities. Nothing can be done to advantage | Nashua and Lowell......... . “ | 15) 600,000; none 651,214) 132,545) 51,513 8 (1083 
with new loans. The market is still too much | Portsmouth and Concord.. LE MEE. suse osqe] sentence 1,400,000] .... ....]eeee woes none}.... 
der the influe f th Fy E t Sullivan.. * EM sah dee a niin 678,500]... 2-2 |eeee woes none| 124 
under een ree see SeEepe, SO Connecticut and Passumpsic.. Vt. | 61 1,097,600, 550,000) 1,745,516).... ....).e0+ eee one| 26 
indicate the real value of our own securities. > RR Set « 1120) 2,486,000] 2,429,100] 5,577,467| 495,397| 266,589 none| 9% 
The earnings of our railroads continue to be | Vermont Central....... “« |117| 8,500,000 3 500,000|12,000,000 FP PGERS PR MINRE le 103 
very large. The returns of the earnings of fifteen | Vermont and Canada........ e e 1,500,000) ......... 1,500,000|Leased tojthe Vt. Cjent. | 974 
roads for the month of March, show the following Voument Vallee, mapeeeeet lg ; 392,000) 700,000)......... Recently sail ~— one 
aggregate :— Boston and Lowell... ...... Mass.| 28} 1,830,000] 206,190) 2,044,536] 434,599] 114,098, 6 | 90 
Statement of earnings of railroads for March, as | Boston and Maine........... “ | 83) 4,076,974) 150,000) 4,111,345} 803,024) 418,358) 8 {1024 
far as heard from : Boston and Providence...... “| 55} 3,160,000| 402,826| 8,579,041] 509,326] 226,639 64 | 82% 
1854. 1853, | Boston and Worcester....... “ | 69) 4,500,000 590,541) 4,850,754] 887,219] 413,289 7 - |100 
New York and Erie,.......... 476,316 371,491 | Cape Cod branch... “ | 29) 421,950) 180,000} 638,906] 68,942) 26,412) 5 | 40 
Michigan Southern,.......... 149,395 87,144 | Connecticut River........... “ | 52] 1,591,110 286,368] 1,802,244] 258,220] 102,098] 4 | 55 
New York and New Haven,.... 68,180 60,555 | Eastern.... .... .....-.2. “| 58) 2,850,000) 1,192,975] 3,120,391] 620,810) 810,875) 6 84 
Cleveland and Toledo,........ 70,784 44,855 | Fall River............ «0... «| 42) 1,050,000 6,208] 1,050,000) 294,183) 126,589 8 95 
Rock Island and Chicago,..... 74.700 New. |Fitchburg................. “| 67| 3,540,000] 191,500) 8,716,870] 626,659] 214,633] 6 | 88 
Pennsylvania Central,......... 486,184 310,955 | New Bedford and Taunton. . “| 20) 600,000} none. 529,964] 188,442) 46,839 7 117 
New York Central,..........._ 416,849 324,511 | Boston and New York Central “ | 74) 1,159,298} 958,370| 2,921'068| 90,815] _35,214'none| 68 
Ohio and Pennsylvania,....... 81,150 36,743 | Old Colony................. “ | 45) 1,964,070) 295 038 2,293,534) 874,897) 122,866)/none 94 
Cleveland and Pittsburgh,..... 87,790 31,670| Taunton Branch............ “ | 11) 250,000! none. 807,136] 159,788) 21,490 8 |... 
Macon and Western,.......... 84,856  26,592| Vermont and Massachusetts.. “ | 77| 2,233,989) 1,189,615| 3,207,818] 244,323| 13,144|none| 164 
Milwaukee and Missiaaippi,. ... 20,698 8,148] Worcester and Nashua....... “| 46) 1,140,000) 194,445] 1,342,593] 182,398) 81,807; 5 | 62 
Hudson River,.... .. . +». 174,240 119,803 | Western ......... 0... eee “ |155| 6,150,000) 5,319,520) 9,953,258/1,525,224) 746,736) 7 | 97% 
Louisville and Frankfort,...... 22,504  16,989|Stonington................. eee rk... eee 240,572} 110,892)....| 69 
SIR in eines anne once ax 13,555 8,061 | Providence and Worcester...“ | 40) 1,457,500} 300,000 1,791,999] 291,417) 120,892) 6 | 95 
Indianapolis and Cincinnati,.... 26,248 New. |Canal..... 2... .... eee eeees Conn.| 45} 922,500! 500,000} 1,400,000}.... ....|.... ss. 4 | 65 
Hartford and New Haven.... “ | 72) 2.350 000 800,000} 3,150,000] 639,529) 294,269)10 {122 
$2,152,899 1,442,520 | Housatonic......... 2... ++. SS AM i oe eth se ee 2,500,000] 329,041) 168,902/none}... 
1,442,520 Hartford, Prov.and Fishkill... “ | 50) .... 00.0)... ol... In progres} 69,629)........ none}... 
aap hice New London, Wil. and Palmer “ | 66) 558,861) 800,000) 1,511,111) 114,410)........|. eee | 39 
$710,879 New York and New Haven... “ | 61) 8,000,000) 1,641,000] 4,978,487] 806,713) 428,173) 7 | 95 
or nearly 50 per cent. | Naugatuck ............ 4... - 62} 926,000 440,000}......... Se ee rere 8 tee 
The above result shows the railroad interest of | New London and New Haven. “ | 55) 750,500 650,000} 1,880,610|/Recently |opened. |none| 40 
th to be i health diti a Norwich and Worcester.. .... “ | 54) 2,121,110) 701,600) 2,596,488] 267,561) 116,965, 4 | 54 
@ country in a very healthy condition, and | Ruffalo and New York City.. N. Y,| 91 900,000) 1,550 000 2,550,500|Recently jopened. |none}.... 
that a very active internal trade exists. Buffalo, Corning and N. York. “ {182} ..../...)......... In progres|-.+. s+++ sees eee none| 65 
Galena and Chicago Railroad. re and i eee r ee ¥ rs 879,636 872,000 1,921,270 Recently opened eoee 80 
, _|Canandaigua and Niagara F.. “ | OU] .... ..../......... In progres] -.+- sees leces cove eeeleeee 
Piven: a ee cng svragaiens he we on Canandaigua and Elmira..... “ | 47) 425,509) 682,400 987,627 76,760} 39,360\none| 68 
inary dividend of 20 per cent., payable in stock, | Cayuga and Susquehanna.... “ | 35} 687,000} 400,000| 1,070,786| 74,241] 23,496|none|.... 
and are about making an additional issue to the | Erie, (New York and Erie)...“ |464/10,000,000|24 003 865 38,070,863|4,818,962/1,800,181| 7 | 70% 
amount of 25 per cent., for the purpose of pro- | Hudson River.............. “« (144) 8,740,515) 7, 046, ,395|10,527,654|1,063,659)| 338,783/none| 63 
viding means for the works of the Company in pro- | Harlem .......... “« |180) 4,725,250| 977,463) 6,102,935] 681,445) 324,494) 4 | 51 
These issues will brin th sta] | UOnS Island... .... .... see “ | 95) 1,875,148) 516,246) 2,446,391] 205,068} 44,070|none} 28 
gress. € up vhe capital! New York Central ........ . 1504126 085 600) 10,773,823/38,859,423|.... «+2. ).... eves [rere 106% 
amount to $4,200,000, as follows :— Ogdensburgh (Northern)..... “ |118) 1,579,969 2,969,760] 5,188,834| 480,137) 195,847|....| 194 
Account of a, stock, June Oswego and Syracuse... “ | 85) 850,000} 201,500} 607,803} 90,616) 43,609|....| 70 
ee ie re $2,800,000 | Plattsburg and Montreal... “ | 23) 174,042} 181,000] 349,775|Recently opened. |none}.... 
Add proposed increase of 25 per cent. 700,000 Rensselaer and Saratoga. . « | 25) 610,000 25,000} 774,495| 218,078]  96,787|.---|.++. 
————| Rutland and Washington..... ‘« | 60) 850,000} 400,000) 1,250,000|Recently jopened. |----|+++. 
a $3,500,000 | Saratoga and Washington. . « | 41) 899,800} 940,000) 1,832,945} 173,545) 185,017|none| 30 
Add 20 per cent. dividend. ... .. 700,000 | Troy and Rutland........... «| 82) 287,690| 100,000} 329,577|Recently opened. ++. | 38 
———-——_ | Troy and Boston. . sees. ‘ | 89) 480,936) 700,000) 1,048,857|Recently jopened. |none}.... 
$4,200,000 | Watertown and Rome....... “ | 96 1,011,940; 650,000) 1,693,711) 225,152) 116,706) 8 | 96 
This issuing of new stock, in preference to the “ane ame magi wee wees N.J on ioe eae + tapies veers eye ce 0 148 
* : ORS ss icteces 022, ; : , 9,252 Pere 
sale of bonds, for the purpose of raising money, is New Jersey........-...-... « | 81] 9'197,840| 476,000 8,245,720 603,942 816,25 10 /181 
certainly a very proper course. We are by n0/New Jersey Central......... « | 68) 986,106) 1,500,000} 2,879,880] 260,899] 124740} 3 |.... 
means so clear as to the propriety of dealing ex-| Cumberland Valley.......... Penn.j@6) 1,184,500} 18,000) 1,265,143] 118,617) 76,890) 5 |.... 
traordinary dividends by a Company whose works | Erie and North East......... « | 20} 600,000)......... 0,000|Recently jopened. |..., |126 
are in progress. It may turn out that such divid- Harrisburgh and Lancaster... ‘“ | 36) 830,100) 718,227) 1,702 528 265,827/ 106,320) 8 | 55 
end was paid from capital instead of earnings. Philadelphia and Reading.... ‘“ | 95) 6,656,332/10,427,800 17, 141 987/2,480,626 1,251,987; 7 | 73 
. &*-| Philad., Wilmington and Balt. * | 98 6,000,000! 2,399,166 8,067,285! 868 ,088 541,769' 5 | 764 
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Pennsylvania Central........ Penn.|250| 9,768,155) 5,000,000|13,600,000/1,948,827) 617,625|....| 97 
Philadelphia «ot ggg Ys a ite CESS Lew dMivnn el avin a coke [eds ccuapeodaeees wa jane 
Reames Coal O0 ooise.cc.c. i MEL, case cecels cocslaccoliven « shcbfeeweacahesssccsdteane 
Baltisoore and Ohio........- Md. |381/13,118,902 6 {677 ,103)22,254,338|2,038,420| 798,193) 7 | 62 
Washington branch..... .... «| 88} 1,650,000). ........ 1,650,000} 348,622) 216,237| 8 |.... 
Baltimore and Susquehanna.. LULU dake: ecupiieaes sete Pega. a aera 413,673 152,536) Apel bee 
Alexandria and Orange.... .. Va. = cece covels voce coos -s PTOQ. [eee weeeleeee cere sees eees 
AS Gap... sees ceee ce O bBE). epee susele consiacae TD PTOg. [esos ceeel eres eoeeleeee eee 
FS : « | 64) 769,000} 178,867| 1,163,928) 227,593) 72, 870 7 77 
Richmond and Danville ..... « | 73) 1,872,324) 200,000 In PTOG. [..-. ween leeee voce jeoee 70 
Richmond and Petersburgh... ‘“ | 22} 685,000)......... 1,100,000| 122,861) 74, 113 i 40 
Rich., Fred. and Potomac.... “ | 76} 1,000,000} 503,006) 1,531,238) 254,376, 113 "256 100 
South Side.... .... 0. eeeee “ | 62) 1,357,778} 640,000 2, 106 467 i eee & ocelocee 
Virginia Central.... ......-. “ 107) 1,673,684; 469,150) 2, 392 215) 210,052) 99,077) 10 | 50 
Virginia and Tennessee .... .. “ | 78) 2,650,091) 707,958 3,545,256 109,268 42, 736 pane 98 
Winchester and Potomac..... “© | 82) 180,000} 120,000} 416,532) 89,776)........ | RZ jewee 
Wilmington and Raleigh..... N .C.|161) 1,338,878) 1,134,698) 2,965,574 510, 038; 153,898) 6 
Charlotte and South Carolina. 8. C.)110) 2... .... | cee cece el ee eee ween [eee cece leeee eeee teen lore 
Greenville and Columbia..... « 1140) 1,004,231) 500,000\In prog. |........ [tase eee sot less: 
South Carolina.... ......-.- « 242) 3,858,840} 3,000,000} 7,002,396|1,000,717, 609,711, 7 {125 
Wilmington and Manchester. “ |...| ..+- seeeleees eee -|In prog. |.... sees l eee coos leeee eee 
Gouigin Gonteal EUs edu cues a, 191) 3,500,000; 418, 187 3,465,879] 986,074) 535,608 8 116 
Georgia .. eeeceeee “ (211) 4,000,000 1 214 eas anes 4 934,424) 456 468) TG | eee 
Macon and Western. Kaew. twee ons oe ‘013, 088 163 000 1,277,834| 278,739 149, 960, 9 {101 
Muscogee ...... .00e veee coces CT TT) cece cocclocee cece -|In prog. 59,590 21,731| co leeee 
South Western...........--- “« | 60) 586,887) 150 000 743,525, 129,395) 71,535 8 |.. 
Alabama and Tennessee River Ala. | 55) ........|..-- «+. In prog. |[..-. ceee| sees coos leeee|s eee 
Memphis and Charleston..... * | 98) 776,259) 400,000|In prog. |[..-. cee. | eeee coer [enon leone 
Mobile and Ohio..........-- “ | 83) 879,868)......... In prog. |.... cece [eons cone [ecee lovee 
Montgomery and West Point. ‘“ | 88 688,611)......... 1,330,960} 178,542) 76 079) 8 a 
Bouter... soe siccicecsiccs PR, instanton ds bn cane aunsh acca cace [ness «eralsessiaeeel esaquen ay 
East Tennessee and oro -Tenn.| 80) 835,000) 541,000)Im prog. |.... 2.) -ee- coos eee 3 
Nashville and Po ae * |125) 2,098,814) 850,000/In prog. |......-. [eee ceee tees aA 
Covington and Lexington.... , Ky. 88} 1,430,150} 900,000)In prog. |........) +++. ees. sere 63 
Frankfort and Lexington..... a! ee. Se 584 ~_ 87,421) 44,250 80 
Louisville and Frankfort..... “ | 65) .... ceee|eeeee eens eee [tees eee cere lense 
Maysville and Lexiington..... MY leeds shat e Nea ees a Chas In: prog. sete cece sees eens tees 45 
Cleveland and Pitisburgh.... Ohio.|100) 1,979,100) 1,142,200) 3,279,908) 432,682) 267,278 10 | 83% 
Cleveland and Toledo....... € 1147} 2,000,000) 1,600,000} .........)..-. . ee. Fercdd scantewes 89 
Cleveland, and Erie........ GE GB atta: waled bodes ca gtiel atin vicwestectege xe biiscerende Laude suse 
Cleveland and Columbus..... ** }135| 3,027,000} 408 200 8,655,000 777,793} 483,45412 (115 
Columbus, PiquaandIndiana. “ | 46) ........|.ee.- eee 2,000,000) .... .... [tees tees eee 65 
Columbus and Lake Erie..... OT] GT cece ccccle cece ccccleces cones |tece cove] cece coceleoss “< 
Cincinnati., Ham. and Dayton “ | 60) 2,100,000} 500,000) 2,659,653/ 321,793, 200,967)....|102% 
Cincinnati and Marietta..... «©. Lead dew endals cece can In PTOR. | ncce cece] cece cove jeves 62 
Dayton and Western......... * | 40} 310,000} 550,000} 925,000 ‘Recently opened. |.... 75 
Dayton and Michigan..... ice | ero, reer In prog. |..2. cecelocce cove [cece 2 
Eaton and Hamilton......... dee eee errercr) Copeeerrnes prreerers Creer try 56 
ene: EMR a OE BP ace cecal. cwds cece bocas cove clecee cves leans sosulecen paras 
TMOG i'n. o0. scice cove cose ce © ETE wena dsesle oecceuns Min BWOR.. faces cocsfocce coveloece see 
Little Miami.. ... “ | 84} 2,668,402} 482,000; 3,169,733} 667,559} 352,133) 10 {111 
Mansfield and ‘Sandusky .. ease  1...{| 900,000) 1,000,000) 1,855,000).... ....)..-. 22. joes 
Mad River and Lake Erie... “ |167| 2,387,200) 1,767,000) 4, 110, 148 aca 19 113,401).... 774 
Ohio Central . lie errs sey Fea In SA lasas wens .| 79 
Ohio and Mississippi. Niecan cde © leecp cuss Satele gece céee witha Cee ce | Pee ee jewee lees 
Ohio and Pennsylvania...... ** |187| 1,750,700) 2,450,000)......... Recently|opened. |. - 
Ohio and Indiana.. "Lovell seni deal oa aeiene Tm prog. |ooed ceschocce eves locestes <a 
Scioto and Hocking Valley. “ | 44) 750,000} 300,000 a Recently)op opened. |....|. ane 
Columbus and Xenia........ “« | 54] 1,291,700} — 26,000 1,310,062) 314,434 168, ei2 10 |107 
Evansville and Illinois....... Ind. | 31] ........]..00. eee In prog. | 287, {~" RETES Bi TEES Be + 
Indiana Central ............ © Leaeh: <une wasdls ccce ones = | ovine odve Paded Vewslbvewe 77k 
Indiana Northern .. ‘ M. TEE decmagiedssees tou ed er eee eee 
Indianapolis and Bellefontaine “ | 88| ........|...0. .cs- . \Becenthy opened. ....| 90 
Indianopolis and Cincinnati.. “ | 90| 1,128,486) 1,289,000) 1,869,932 |Recently opened, 76 
Lafayette and Indianapolis... “ | B2) .... ....[ecce cece leces cence leeee cone lopened. ....!.... 
Madison, Indianapolis & Peru “ |159 2,647,700} 1,241,300) 2,400, 000; 516 414| 268,075 s 70 
Terre Haute and Indianapolis “ | 72| 632,887) 663,100) 1 ‘353, ,019| 105,944, 71, 446) 4 108 
Rock Island and Chicago... . AS a eas Tar Lanes: ents | .ege seen loos ene 
Ohicago and Mississippi. .... . “ 1185] 2,400,000} 4,000,000! 4,600,000)... 0...) . 22. eee leeee ae 
Illinois Central... ......... selee) OS Ree ce hail nes ates Liane, anneh Ween ciaen aie 
Galena and Chicago......... Es kas ones 500,000\In pro | 473,548) 286,152 ....|121 
Michigan Southern and Ind. N. Mich. as REL 8,741 ‘564 7,276,6161, 200, 922| 586 929 17 {1183 
Michigan — tees cece ees logo 3 977, 563) 8, '618, 505. 1 "145, 598) 582, 816 8 |1044 
POD iiikc' cans séds sven vanes Mo. 3 rere non iin ‘progres| Recently opened. |....|..+. 
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Such things are bad in principle, and bad in prac- 
tice, and are calculated to engender a spirit of 
speculation amd extravagance exceedingly preju- 
dical to the interests of railroads and to the public 
good. 

The Galena and Chicago Railroad has been one 
of the most profitable and best conducted roads of 
the West. But as it enjoys no monopoly of route, 
it can for the future earn only a reasonable income 
upon its cost. It is unwise to raise public expec- 
tation to a pitch that cannot be sustained. 


To Railroad Companies and 
Contractors. 
Quo hand engines for sale in good running 
order and condition. 
2 engines, 10 in. <20in. cylinder, 4 drivers 54 inch 
diameter, about 16 tons weight. 
2 engines, 10 in. x18 in. cylinder, 2 drivers 54 inch 
diameter, weight about 14 tons. 
For terms, &c. apply to 
CLARK & JESUP, 
General Railroad Agents, 
88 Exchange Place. 


HEAVY FORGINGS. 


(ALGER’S FORGE ) 
ALGER & REED, Proprietors, 


MANUFACTURERS OF 


STEAM BOAT WORK, 


Shafting, Cranks, Cross Heads, Beam Straps, Connecting 
Rods, Piston Rods, Crank Pius, &c, 


RAILROAD WORE, 


Cranks, Truck and Car Axles, Connecting Rods and Frames. 


SHIP WORK, 


Anchors, Knees, Trusses, Davits, Toggles, &c., &c. 
Also—Sugar Mill Shafts, Shapes, and all kinds of Forged Work. 


CYRUS AUGER, Jr or 
EDWARD REED. BOSTON. 


Duty on Railroad Iron. 

A proposition is now before congress, which we 
hope will be successful, for the removal of the 
duty on railroad iron. 

The object of the duty is two fold; revenue and 
protection. 

We think it can be easily shown that the removal 
of the duty will not interfere with either of these 











* |objects ; and that the effect of railroads being to 


add very largely to the commerce, consequently 
to the public revenue, of the country, and to in- 


- |crease enormously the consumption of iron, they 


should be exempt from taxation themselves, in 
intoge Of what they accomplish. 

For a few years past the revenues from customs 
have increased beyond precedent, or expectation. 
This increase is due directly to the construction of 
railroads. Build arailroad through any portion 
of the country, and you at once increase the means 
and disposition of the people to add to their com- 
forts and luxuries. The people of Ohio have un- 
doubtedly more than doubled their consumption of 
duty paying goods within the past five years, 
Railroads have created a market for their products. 
A corresponding import trade has been the conse- 
quence. Railroads have filled the Treasury of the 
Government, as well as the pockets of the people. 
If the object, in relation to railroads be revenue, 


_ |then their construction should be encouraged in 


every possible manner. Largely as the duties 


--- |which they pay add to the public income, the 


amount which they are the means of adding in- 
directly, are often, in a very short period, ten fold 
greater. As before stated, therefore, were revenue 
the object, the first care of government should be 
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Press every obstacle and impediment to their 


construction. 

Such being the influence of railroads as far as 
the revenues of the country are concerned, the ask- 
ing a remission of duty, is simply asking for jus- 
tice. If they have been the means of increasing 
the receipts of government by an amount ten times 
greater than the duty paid on the rails imported, 
clearly they are entitled to receive them duty free, 
Such would be fair dealing; and such concessions 
are matters of common occurrence, in the ordinary 
operations of business. The right of the question 
therefore is favor infavor of the remission of the 
duty; and if revenue be the object, government 
should take the most effectual means of increasing 
it, which is the removal of all burdens upon the 
construction of railroads. 

The question of protection can be as readily dis- 
posed of. A railroad that requires 10,000 tons of 
rails in its construction, will in less than five years 
create a demand for 30,000.tons of iron for other 
objects. The iron maker can well forego the Jess 
advantage for the greater. In fact he cannot so 
well fortify his own interests as encouraging these 
works, by removing whatever obstacles exist to 
their construction, among which is the present 
duty. He has only to see what railroads have 
done for him to be convinced of-this. They have 
within a year or two past,doubled the annual con- 
sumption,and by creating a demand far in advance 
of the supply, have nearly doubled the price of all 
kinds of iron. Without railroads, the iron interest 
in this country would now be where it was three 
years ago, in a state of apparently ruinous de- 
pression. Shall the instrument of the mighty 
change which has been effected, be punished for 
the good it has done? Shall it continue to be 
crippled and its usefulness impaired ; orshall it be 
allowed a freedom of expansion in obedience to 
the wants of the country, elevating every interest, 
material, moral and social. 

There were imported into this country in 1852, 
from Great Britain alone, 439,893 tons of iron of 
all kinds. This amount has been very largely in- 
creased the past year, under a duty much larger 
than any manufacturer would ask, for protection. 
The amount imported in 1853 probably exceeded 
600,000 tons. The import for 1854 will probably 
be equally great. If we -have to import such an 
immense quantity, what objection can there be in 
making certain varities duty free, provided the 
duty be retained upon a much larger amount, than 
our domestic establishments can produce. If the 
duty be taken from railroad iron, and the foreign 
article only used, a large quantity would still have 
to be imported, Our makers in such case would 
have more than they could do—in branches of 
manufacture where the present duty secures to 
them a very large profit. Could it be urged that 
the removal of the duty on rails would reduce the 
make of iron in this country, we admit the fact 
might be urged asfa specious argument against 
such astep. But as it would still leave our own 
establishments with an overflowing business, the 
argument for protection falls completely to the 
ground. 

The question of protection, therefore, is not in- 
volved in the suspension, for a limited time at 
least, of the duty. For several years to come, we 
must continue to import a much larger amount of 





iron, than that used for rails. Our domestic estab- 





lishments will have ample coplapalead in the manu- 
facture of the protected article. In addition to these 
considerations, the manufacturer must have suffi- 
cient protection in the high price which prevails, 
and must continue to prevail, for an indefinite 
period. It is the opinion of well-informed parties, 
who have selected proper locations for.their works, 
that they have nothing to fear from foreign com- 
petition with, or wzthout, protection. It is certain 
that the British manufacturer has lost in a great 
degree the advantage which he once possessed, in 
having an abundance of cheap labor. The enor- 
mous emigration from Great Britain to the United 
States is rapidly equalizing the value of labor in 
the two countries, while Avus‘ralia is producing 
the same effect in the former country in unsettling 
the minds of the laboring classes an‘ in creating 
a spirit of speculation and adventnre which is in- 
compatible with a life of patient industry in the 
same kind of employment, that California exerted 
over the public mind of the United States. We 
see no reason why iron caunot be produced in 
suitable localities in the United States as cheaply 
as in Great Britain. Cheap food, the low cost of 
the raw material, and freedom from taxation, 
certainly ought, and we think do, off-sett the ad- 
vantage that the Englishman possesses in cheaper 
labor, and greater abundance of capital. So that 
whatever may be the absolute price of iron for 
the future, the cos¢ of production in the two coun- 
tries will not essentially differ. 

The effect of the construction of railroads has 
been to advance the price of iron nearly 100 per 
cent. By the present mode of valuation, the 
duties are consequently double. This advance 
alone is all the domestic manufacturer needs for 
protection. If railroads have had such an effect, 
why not remit the duty till the price shall fall 
again. They have secured the manufacturer greater 
protection than ever asked from the govern- 
ment. They have effected similar results for 
Government as far asrevenue is concerned. They 
have been the means of paying into the Treasury 
an amount five fold greater the duty on rails. A 
case for interference in their favor by the remis- 
sion of duty is thus made out, beyond cavil, to 
our mind. 

Planting themselves on themselves on the broad 
ground of the justice and the expediency of the 
thing, railroad companies are entitled to importall 
articles used in construction duty free. But there 
is another reason why Government should inter- 
fere for their relief at the present time. The laie 
rise in the price of rails have enormously in- 
creased the cost of their roads, while the threat- 
ened war in Europe has served to check almost 
entirely the flow of capital from that country to 
our own. This has thrown the cost of our roads 
upon our own people. The great demand created 


for money in consequence, has carried the rate of 


interest to a very high figure, and has exerted an 
equal influence in depressing the value of our 
securities. If Government remit the duty on all 


iron imported from and after the first day of July, 


1858, the companies to be benefitted will not still 
be placed in as favorable a position as roads whose 
means were provided, and whose rails were pur- 
chased before that time. The amount saved on 
iron over present prices is equal to at least $30 
per ton, while the price of securities at the two 
periods show an almost equal disparity. Such 





wn ne wn | 
facts takes away any charge of partiality in favor 
of the companies whose roads are now in progress. 





Brooklyn City Railroad Co, 

The contract for the construction of the Brook- 
lyn City Railroads was awarded about the 1st inst 
to Mr. Wo. O’Brien. who, we are happy to announ- 
ce, is pushing the work forward with all the des- 
patch the weather and the season will permit, and 
will have two miles of double track laid in Flush- 
ing Avenue, by the first of next week. 

The contract of Mr. O’Brien, is for ten and one- 
half miles of double track railway, being in all 
twenty one miles of track, to be laid by 29th 
June. From Fulton Ferry their will be one main 
line through Fulton Street having branches through 
Sands street, Myrtle Avenue, Fulton Avenue, and 
Court Street, to Hamilton Avenue, A line is also 
to be constructed through Front Street, from Ful- 
ton Ferry to Flushing Avenue where it intersects 
with the line through Sands Street. This contract 
was let by the Company for about seventy thous- 
and dollars or alittle over six thousand dollars 
per mile. 

The charter of the Company authorizes them 
to lay down about forty miles of track and we un- 
derstand it is their purpose to extend their track 
ultimately to all portions of the suburbs, from the 
various ferries; but the preseint contract, we bel- 
eive, includes only those lines we have indicated 
above. These will furnish four lines to various 
parts of East Brooklyn, over two miles from the 
Ferry. 

The Company have sufficient means to com- 
plete the work in the best manner and place upon 
it the proper Equipment; and, judging from the 
immense business at present transacted by the 
various lines of Stages the enterprise, will be a 
highly remunerating one. The proprietorship of 
the Stage lines is absorbed in that of the railways 
and while the stock will be merely transfered, 
competition will be avoided. 

We are glad to see Brooklyn following suit in 
this matter of City Railways with so much energy 
as we look upon this mode of conveyance as much 
the safest, most comfortable, and expeditions for 
crowded Streets of any we have seen experimer- 
ted upon. 

For instance, two horses will haul, on a rail, 
twice or three times the number of passengers 
they can in a Stage over the pavements, thus get- 
ting rid of one half to two thirds the number of 
horses and vehicles. And, again, where Streets 
are crowded, the railways have an advantage over 
Stages, in point of safety from the fact that the 
Cars must keep on the track, and pedestrians 
know that if they get clear of the track, in such 
cases, they are clear of danger; while they must 
run for dear life from curbstone to curbstone in 
order to be secure from danger of being run over 
by Stages. 

The Brooklyn City Railway Company are put- 
ting down the grooved rail and we, understand 
contemplate having double tracks on each line. 
This will avoid much detention and add greatly 
to the earnings of the,roads, by the inducements 
it will offer to citizens of New York to take resi- 
dences in Brooklyn and suburbs, where they can 
breathe pure air, at least, a portion of the time. 

Mr. O'Brien, is a contractor of great energy and 
has now over four hundred men on the work, 
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which as denoted above, he is obligated to have 
done by the first of July next. 





Report of the State Engineer upon the State 
Canels. 
[Continued from Page 237,] 


VII. A COMPARISON OF THE PRESENT 
BUSINESS OF THE CANALS WITH THAT OF 
FORMER YEARS. 


The annual reports of the tolls, trade and ton- 
nage of the canals furnish much information on 
this subject, though it is to be regretted tliat they 
have not been prepared so as to show the move- 
ments of trade on each of the canals seperately, 
and also of each class of articles on each canal. 

These reports are very voluminous, and are dis- 
tributed through many volumes, and the figures 
are very large, so that it is troublesome to com- 
pare the details of the business of one year with 
that of several others. 

For the convenience of those who desire to fol- 
low out these examinations for a series of years, 
the annexed table has been arranged, which does 
not repeat the quantities furnished in the reports, 
but in place thereof shows the comparative busi- 
ness of 1843 to 1853 inclusive; that of 1848 being 
used as the standard for the comparison. It ex- 
hibits the entire business of all the canals, and that 
of each separately ; that arriving at, and that leav- 
ing tide water; that shipped at the lakes, and al- 
80 each article and class of articles. 

The rates of tolls were not changed from 1847 
to 1849. In 1850 the tolls on pork and its pro 
ducts, corn, barley, iron, salt and merchandize 
were reduced. In 1851 the tolls on beef, cheese, 
hides, flour, wheat and railroadiron were reduced. 
In 1852 the tolls on lumber, pork, bacon, lard, tal- 
low, cheese, butter, cotton, iron, merchandize and 
railroad iron were reduced. 

The famine in Europe created so great a demand 
for breadstuffs, that the trade of 1847 was incrased 
beyond that of the following year, for this reason 
the comparison.bas been made between the years 
1848 to 1847, and the years 1848 to 1853. 

The examination of the table shows; 

First—That the tonnage and the tolls of all the 
canals, and also of the Erie, and, with two slight 
excptions, of the Champlain, increased year by 
year from 18438 to 1847; and that while the ton- 
nage increased year by year from 1848 to 1853, 


- the tolls remained about stationary. 


Second—That the tonnage and the tolls of the 
Oswego canal increased rapidly to 1847, and also 
to 1850, and then, while the tonnage continued to 
increase rapidly, the tolls fell off. 

Third—That the tonnage arriving at tide water 
increased year by year to 1847, and also from 
1848 to 1853; and that the tonnage leaving tide 
water increased to 1848, fell off in 1849, and has 
rapidly increased since. 

Fourth—That the tonnage shipped at Lake Erie 
has increased to 1847, (the increase was 80 per 
cent. in 1847, while a falling off of 25 per cent. took 
place in 1848,) and has increased year by year 
from 1848 to 1853. 

Fifth—That the tonnage shipped at Oswego has 
increased nearly five times up to 1848, and has 
regularly increased every year since, being six 
times more in 1858 than in 1843. 

Sixth—That the tonnage shipped at Whitehall 
has increased to 1846; that it fell off one-half in 
1847, increased in 1848, and has continued to in- 
— since, except in 1851, when it fell off large- 


The comparison of tonnage and tolls of the dif- 
ferent classes of articles transported shows: 

First—': hat of the products of the forest. The 
tonnage has increased year by year to 1847 while 
thetolls increased to 1845, fell off in 1846, increased 
in 1847, The tonnage remained stationary in 1847, 
8, and 9, and has since uniformly increased, while 
the tolls increased from 1847 to 1850, and have 
fallen off every year since. 

cond—That of the products of animals. The 
tonnage and tolls have increased to 1849, and have 
since diminished year by year. 

Third—That of vegetable food, The tonnage 





and tolls on all of the canals have increased year 
by year to 1847, and that the tonnage has increas- 
ed irregularly from 1848, while the tolls decreased 
to 1861, and have since increased, and that while 
the tonnage of wheat and flour from this State 
and the tolls derived therefrom have decreased 
since 1848. From other States they have stead- 
ily and largely increased. 

Fourth—That of manufactures. The tonnage 
and tolls have increased from 1843 to 53 some of 
the years showing a slight falling off 

Fifth—That of merchandize. The tonnage has 
increased year by year since 1843, while the tolls 
increased to 1848, remained stationary to 1850, in- 
creased in 1851, fell off in 1852. 

The following is a comparison of the tonnage and 
the tolls of some of the principle articles embaced 
in the foregoing classes. 

Lumber.—Tibe tonnage and tolls increased to 
1847, fell off slightly in 1848, and have increased 
rapidly to 1853, except in 1852 when a falling off 
in tolls took place. 

Beef, Pork, Bacon and Lard,—The tonnage and 
tolls have been irregular. 

Butter and Cheese,-—The tonnage and tolls have 
increased to 1848, since which they have rapidly 
decreased. 

Flour.—The tonnage and tolls have increased 
to nearly double in 1847 and remained nearly sta- 
tionary to 1850. The tonnage increased to 1852 
and fell off in 1853 while the tolls decressed rapid- 
dly in 1851 and also 1853. 

Wheat.—The tonnage and tolls increased 
to nearly three times in 1847, fell of in 1848 and 
9, increased in 1850, fell off in 1851, and in- 
creased rapidly in 1852 and ’53. 

Corn.—The tonnage and tolls of this article ex- 
hibit the most extraordinary fluctuations, the ton- 
nage and tolls being six times as muchin 1846, 
tiventy times in 1847, and thirty times as much 
in 1851 as in 1843. They decreased in 1848, in- 
creased in 1849, decreased in 1850, increased 
largely in 1851, and decreased very much in 1852 
and ’53. 

Oats and Barley.—The tonnage and tolls have 
generally increased year by year to 1853. 

Domestic Spirits, Pig Iron and Castings.—The 
tonnage and tolls have generally increased year 
by year. 

The stationary condition ef the tolls on the Erie 
canal since 1848 is mainly owing to the diversion 
of a portion of the western trade by the way of 
Oswego, and also to the reduction of the rates in 
1850, ’51 and ’52. 

The tonnage from other States cleared at Oswe- 
go in the last six years, has been nearly eighteen 
hundred thousand tons, more than half of which 
was vegetable food. 

The tonnage from other States shipped in 1852 
at Oswego, and that sent to them by the way of 
Oswego during the last year, amounted to five 
hundred thousand tons, the tolls on which are es- 
timated to have been over half a million of dol- 
lars. 

A large amount of the trade by the way of Os- 
wego belongs to Canada, and the imperfect navi- 
gation of the Erie canal west of Jordan has un- 
doubtly caused the diversion of a considerable a- 
mount of trade to the Oswego route. 

The reduction in the tonnage of the products of 
animals has been to some extent owing to the 
transfer of these articles to the Central and New 
York and Erie Railroads. 

The following table shows the quantities car- 
ried by each from 1849 to 1853 :— 


: By Railroads. 
By Canals. ont RR. N.Y.& E. 
Product of animals, 1849..91,854 13,859 not 
_ - 1850..79,919 29,572 opened. 
1851..68,799 33,847 53,991 
1852..63,992 *50,000 75,943 
1853..70,612 *80,000 99,785 


. 
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*Estimatod. 
The reports of the railroad companies after 1851 


do not furnish the amount of the articles forming 
the classification of “ product of animals.” 
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In the reports of the Central railroad for 1849 
and, 50, and of the Central and Erie for 1851, these 
articles are stated from which it appears that on 
both the Central and Erie railroads in 1851, more 
than one-third of the amount of this class was 
made up of live cattle, which the canals did not 
carry. Another third on the Erie, and a consid- 
erable amount on the Central, was fresh meat, 
game and milk, which the canals could not carry ; 
and that the amounts of beef, pork, bacon and 
lard, which together formed nearly one-half of the 
articles of this class carried by the canal, formed 
but one thirtieth of this class on the railroads, and 
that butter, cheese and wool were the only artic- 
les of this class carried by the railroads, which 
were to any extent diverted from the canal. 

The diminished amount of the tonnage of rege- 
table food from this State, transported on the ca- 
nals during the last few years, is ascribable to the 
changes which have taken place in the pursuits 
of the population ofthe interior; manufactories 
have sprung up in almost every section, which fur- 
nished a home consumption for these products. 
In the counties along the Mohawk and elsewhere, 
large quantities of flour are now imported, where- 
as formerly they exported it. 

The cheaper and more fertile lands of the west 
can raise, grain which the farmers and mechanics 
of the State can purchase with the more valuable 
articles which they can raise, and manufacture 
more cheap!y by being near the great market. 

These changes have heretofore been more ap- 

parent in the New England States than in this 
State. It has been represented that five millions 
of barrels of flour are now imported into New 
England. 
- Similar changes will continue and will still far- 
ther reduce the amount of the tonnage of this 
class of articles on our canals, from this State, 
while it will at the same time continue to increase 
the tonnage of other articles and will also require 
the importation of more of the agricultural pro- 
ducts of the west, and thus furnish an equivalent 
of those products from this State that are no long- 
er transported on its canals. 


VIII. COMPARISON OF THE BUSINESS OF 
THE NEW YORK CANALS WITH THAT OF 
OTHER LINES. 


The statistics of the trade passing through the 
channels which connect the interior with the At- 
lantic, are not furnished in the reports of other 
lines in a convenient manner to permit of a com- 
parison with those of this State. It has been ne- 
cessary therefore to obtain some of the results sta- 
ted in the following tables from other sources, 
and in some cases to arrive at the division of the 

trade on the several lines by estimate. 

A comparison of the trade passing through the 
New York canals, and other water lines to tide 
water, is made in the annexed table R. 

From these statistics it appears. 

Ist. That the tonnage transported upon the St. 
Lawrence canals is fifteen per cent, and that tran- 
sported upon the Pennsylvania canals is twenty- 
three per cent, of that transported upon the New 
York canals. 

2d. That the tonnage arriving at tide water by 
the St. Lawrence canals is fifteen per cent, and 
that by the Pennsylvania canals is twenty-five per 
cent of that arriving by the New York canals. 

3d. That the tonnage from the western States 
passing through the St. Lawrence canals and that 
passing through the Pennsylvania canals, are each 
seven per cent of that passing through the New 
York canals. 

4th. That the tonnage from the Atlantic, des- 
tined for the western States by the way of the St. 
Lawrence canals, is thirteen per cent, and by the 
way of the Pennsylvania canals, twenty pemcent 
of that by tha way of the New York canals. 

6th. That the whole tonnage of the New York 
Northern railroad is six per cent ; of the New York 
Central, is nine per cent ; of the New York and Erie, 
is fuurteen per cent; of the Pennsylvania railroad, 
is two per cent; and of the Baltimore and Ohio, is 
seven per cent, of the tonnage of the Erie canal. 

6th. That the tonnage shipped from the western 
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terminus eastward, by the Northern railroad, is 
eight per cent; by the New York Central, is three 


per cent; by the New York and Erie, is four per 
cent; by the Pennsylvania, is two per cent; and 
by the Baltimore and Ohio, is three per cent of 
that shipped by the Erie canal. 

7th. That the tonnage shipped from the eastern 
terminus, westward by the Northern railroad is 
five per cent ; by the New York Central is eleven 
per cent; by the New York and Erie is twenty- 
two per cent; by the Pennsylvania is five per 
cent; and by the Baltimore and Ohio is ten per 
cent of that shipped by the Erie canal. 

8th. That the through tonnage carried by the 
Northern railroad is eight per cent; by the New 
York Central is two per cent, by the New York 
and Erie is three per cent; by the Pennsylvania, 
and also by the Baltimore and Ohio is two per 
cent of that carried by the Erie canal. 

It thus appears that the business of the New 
York Canals exceeds the combined business of all 
the Canadian and Pennsylvania Canals, and the 
New York and Pennsylvania, and the Baltimore 
and Ohio railroads by forty per cent, and that the 
western business done by the New York canals is 
three times as great as the aggregate business of 
all of the other lines, and also that the chief part 
of the business done by these lines is the local 
traffic of the country through which they pass. 

The cost of transport by these routes as stated 
in the last report, limits the extent of their com- 
petition for the trade of the west, and hence the 
rivalry for this trade is between the water lines 
leading to New York and those leading to New 
Orleans. 

The annexed statement of some of the princi- 
pal articles received from the interior at New 
York and New Orleans, will show the comparative 
amount of the trade conveyed to tide water by 
these lines. 

1848, 49 and ’50. 1852 in tons. 


N. Orleans. N. York. N. Orl’ns. N. York. 


Bacon, tons 60,545 11,778 35,000 4,861 
Butter, “ 2775 27,542 1,000 3,668 
Beef, bbls, 200,901 264,072 9,300 . 12,430 
C’rn,b’sh,9,758,750 11,178,228 90,000 151,012 
Cheese,tons, 3,998 43,569 1,500 8,000 
Flour,bls.2,312,111 8,636,207 92,700 363,160 
Lard, tons, 130,406 12,124 19,600 5,287 
Pork,bls. 1,536,817 211,018 46,500 11,068 
Wheat,b’sh,852,497 8,798,759 8,300 167,408 


Ot’r graind,350,151 11,210,239 12,000 166,400 
Stalement showing the trade of the Lakes and the 
Valleys of the Ohio and Mississippi, 

For the year 1846. 
Mississippi 
Lakes. Valley. 
Value of the commerce $63,164,910 $183,609,725 


Tonnage employed, {106,886 249,055 
. steam, — 7 4 F 
onnage employed, 
her beola toes f pees 300,000 
Tons transported, Oe ee Sys 
Value of shipping, $6,000,000 $12,942,355 
No. passengers carried, 250,000 ........ 
Receipts fm passengers, $1,250,000 $3,191,982 
Population dependent 
for communication> 2,928,925 6,576,027 
to market, 
No. mariners employed, 6,972 25,114 
For the year 1850. 
Mississippi 
Lakes. Valley. 


Value of commerce, $105,255,347 $275,000,000 


Tonnage employed, Pate 
ees; tenn: . 185,017 135,559 
Tonnage employed, } 
flat boats, tons. cece eeee = eo oe 8808 
Tons transported, GSBOBHM °. ce.au 
Value of shipping, $10,200,000 ~—........ .... 
No. passengers carried, 1,514,290 4,347,560 
Receipts fm passengers, $2,335,000  ........ 
Population dependent 
for communication> ......6. 0 bees eens 
to market, 
No. mariners employed, 10,500 14,752 





The above statement shows the trade of the 
Lakes and of the Valleys of the Mississippi and 
Ohio. 

This table does not include lumber, sugar and 
tobacco, the former of which furnishes the heav- 
iest amount of tonnage transported on the New 
York Canals while the two last named articles 
from the heaviest items of the tonnage delivered 
at New Orleans, because these articles are pecu- 
liar to their respective routes. 

Of these exports from the West the product of 
the hog finds its chief market at New Orleans, as 
it is not slaughtered early enough in the fall to be 
carried through or canals, while wheat, flour, but- 
ter and’cheese, which can reach the northern wa- 
ter lines before they are closed by frost, are chief- 
ly conveyed through them. 

Whenever the cost of transport by the northern 
route is cheapened to an extent equal to the in- 
terest on the cost of those articles for the period 
necessary to hold them until the northern lines 
are opened, they will seek that channel. The 
railroad lines penetrating the district,. the trade 
of which is now disputed, will generally increase 
the trade through the northern lines. 

The table also shows that the commerce of 
the Valley of the Mississippi and its tributaries is 
about twice as much as that of the lakes, but it 
is proper to remark that a portion of this com- 
merce, on some of these tributaries of the Missis- 
sippi, already contributes to the lake business. 

When the enlargement of the Eric canal is com- 
pleted, the cost of transport will be so much re- 
duced that the products of the west can be 
brought to the New York market from as far as 
the confluence of the Ohio and Mississippi rivers, 
cheaper than to New Orleans. Whenever this is 
done it will add to the business of the New York 
canals the trade of one-fourth of the States of 
Ohio, Indiana and Kentucky, of one-half of that 
of Illinois and Wisconsin, and of the whole of that 
of the western Mississippi valley above the mouth 
of the Ohio. 


This territory, according to the census of 1850, 
contains 


De ee eee 287,014 sq miles. 
A population of............ 2,050,000 
Land in farms improved..... 14,050,000 acres. 

i as unimproved.. 19,000,000 ‘ 
Cash value of farms......... 801,500,000 dollars. 


“ “ 


live stock on do 59,700,000 “ 
The ann’! produe’n of wheat was20,000,000 bushels. 
‘«  «  Tndian corn was120,000,000 “ 


os At ONES yan 6,000,000 pounds. 
‘4 SS. putter was..... 25,000,000 “ 
“6 os 6 cheese was..... 4,000,000 ‘ 


value of animals 
slaughtered... 15,000,000 dollars. 


The State of Ohio has a lake coast along her 
northera border, and a river coast along the south- 
eern; she is crossed by three lines of canal and 
three of railroads from the Ohio to the lakes. 

The quantity of wheat raised in this State till 
last year was over thirty millions of bushels, and 
of corn over sixty millions. 

The house consumption does not amount to 
one-third of these quantities. 

The area of that portion of the states including 
in the above table, (excluding the territories) is 
four times that of the State of Ohio, and embraces 
land which is capable of greater production. 

In view of the facilities of the water lines of the 
Ohio, Wabash, Mississippi, Dlinois, Wisconsin, 
Des Moines, Missouri and other navigable streams 
which penetrate it in all directions, and the rail- 
road lines completed, and in progress, and the 
rapidity of the emigration to and settlement of 
the country, it is not unreasonable to suppose, that 
within a limited period, the population and pro- 
ducts of this region will be equal to fou times 
those of the State of Ohio, in 1853. 

This would give a population of eight million, 
an annual production of over three hundred mil- 
lions of bushels of wheat and corn, and a surplus 
of all kinds for export, equivalent to at least five 





millions of tons per annum. 








a) 

The tonnage of the Erie canal from the west- 
ern states arriving at tide water, has been as fol- 
lows. 


In 1840...... 158,148 tons. 

" 1845...... 304,551 “ Increase.... 146,403 
1850...... 841,501 “ e+. 586,950 
1852......1,151,978 “ « 1...810,477 
1858......1,213,690 “ «lll. 61712 


The increasing ratio of the business from the 
western states, will fully occupy the augmented 
capacity which can be annually given to the Erie 
canal by its enlargement and improvement until 
it is completed. 

The region just described, together with an in- 
crease of the products of the country already 
drained by the canal, will furnish a business more 
than equal to its increasing capacity. 


CONCLUDING REMARKS. 


In the preceding remarks an effort has been 
made to present the subject of the internal im- 
provements of this State as a connected system 
and while discussing the comparative advantages 
and distinct duties of each kind of improvements 
to show also their mutually dependent relations 
and influence upon each other. 

The change in the pursuits of the population of 
this state as well as the concentration at its com- 
mercial capital of so large a portion of the trade, 
wealth and population of the nation, has made it 
necessary to enter into an examination of the ex- 
tension of the system of internal improvements 
through the great basins of the lakes, of the Ohio 
and Mississippi, from whence so large a portion 
of the trade and travel which is to furnish the fu- 
ture support of our trunk lines, must come. 

The chief points which have been examined, 
may be briefly stated as follows :— 

The natural features.of the country suggested 
ata very early day, the lines upon which the main 
works were to be constructed, and the people of 
this State, availing themselves of these natural ad- 
vantages, commenced and completed a system of 
internal improvements which was carried on par- 
tly by the government and partly by private en- 
terprise, in advance of any similar undertaking in 
the Union, to a greater extent than any state of 
equal domain, and with a success that has excited 
the emulation not only of her sister States but also 
of the governments of Europe. 

This system of public and corporate enterprise 
has been completed with an economy seldom 
equalled, and a judiciousness of expenditure which 
has been rarely excelled. 

The natural water lines surrounding and pene- 
trating the state indicated the artificial lines for 
connecting and extending them to the interior, 
while the commercial activity and enterprise of 
our people and the rapid development of a vast 
inland and fertile territory brought into existence 
an adjunct system, by means of which all seclud- 
ed districts, which could not be reached by arti- 
fiicial water lines, were connected with the most 
accessible of those lines by a species of convey- 
ance second only to canals for cheapness of trans- 
port. 

The superiority of railroads for the rapid con- 
veyance of passengers, and those descriptions of 
freight too perishable or too valuable to be for- 
warded by the slower but cheaper movements on 
water lines, soon led to their establishment over 
every section of the State, and to the paralleling 
of almost every water line. 

The benefits which the completion of the Erie 
canal conferred on the {citizens of this State lead 
to the extension of the system across the portages 
between the western lakes and rivers. 

The sparseness of the population, the ready 
accessibility to the natural water lines, and the 
home demand for the products of the West 
from multitudes of new settlers, prevented the ca- 
nals at first from proving as remunerative as their 
projectors anticipated, but the time is not dis- 
tant when they will realize all their anticipa- 
tions. 

The difficulty of constructing even passable 
turnpikes through the rich soil of the West, the 
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facility and cheapness of building railroads, and 
their exact-adaptation to the impulsive, energetic 
and social character of the people, united to make 
this species of conveyance a favorite one in that 
region, and railroads have there been built so fast 
that the “ guide book” is almost valueless if it be 
three months old. 

With the public mind thus turned so strongly 
in favor of railroads, it is almost hazardous to en- 
ter into an advocacy of the superior advantages of 
the water lines for the conveyance of the internal 
commerce of the country. The slow, plodding 
canal boat, with its cargo nearly equal to that of 
a locomotive and its long dashing train, is almost 
forgotton, until we are reminded by the daily ar- 
rival of these boats at this city, that it would re- 
quire the daily arrival of one hundred locomotives 
and fifteen miles of cars to perform that business 
done on the Erie canal, which hardly attracts the 
attention of either the passing traveller or of our 
own citizens. 

The experience and imformation obtained du- 
ring the past year, in relation to the cost by the 
various channels, have confirmed the statements 
formerly presented. 

The application of these general results showed 
that New York, with her canal enlarged, was the 
cheapest channel from the Ohio and Mississippi 
vallies to the Atlantic ; and the farther examination 
of the present trade with the West showed that 
she had no formidable competitor for tbeir trade 
until the cheapness of transport down the Ohio 
and Mississippi intercepted it in their great ba- 
sins. 

The effect of the enlargement of the Erie canal 
would be to place within her grasp the traffic of 
an extent of territory which would soon afford 
one-half as much as that already passing through 
her canals. 

As the public mind had become somewhat dis- 
turbed by the assertions that the railroads of this 
state were diverting a large portion of the busi- 
ness of the canals, and would probably prevent an 
increase in the revenue sufficient to pay for the 
completion of the unfinished works without resort 
to taxation, it was considered proper to carry out 
a comparison betwoen the cost, capacity and re- 
venue of the canals, and of those roads, and the 
cost and charges for transportation thereon, which 
resulted in showing that the aggregate cost of the 
Central and Erie roads was much greater than 
that of the enlarged Erie canal, while their capac- 
ity was less than one-fourth as great, and also that 
the cost of transportation on these roads was three 
times that of the canal, and the charges more 
than double. 

The errors of the statements which were offer- 
ed to prove that the railroad diverted the busi- 
ness from the canals were exhibited by showing 
that the receipts of the canal, compared with those 
of the railroads, was understated one-half, while 
the railroad receipts were overstated one hundred 
per cent. 

It was shown that these errors were again 
doubled by making the receipts of the railroads 
the standard for a comparison, instead of the ton- 
nage, when the railroad charges were more than 
doubled those on the canals, and that when by 
this comparison , the proportion alleged was thus 
reduced to one-eight, it was subject to farther re- 
duction in consequence of more than one-half of 
the freight carried by the railroad being of a char- 
acter that would prevent it from being carried at 
all on the canal ;—that more than one-half of the 
remainder should be deducted for that portion of 
the freight carried by the railroad when the ca- 
nals were closed, and that of the very small re- 
mainder, a very large proportion was local freight, 
which could not bear the expense of land trans- 
portation to the canals, andjfinally that the rail- 
roads brought a very large amonut of business 
to the canals, far exceeding the amount of all of 
the legitimate canal freight which they carried to 
market. 

In the continuation of this subject it was found 
necessary to analyze the present business of the 
canals to ascertain the relative proportions of the 
different kinds of toonage, and the revenue deriv- 
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ed therefrom of the receipts and shippments we 
various localities. For this purpose extensive tab- 
les have been prepared, which exhibit for the 
first time the movement of the different articles 
and the error of such similar deductions made 
from the tables which have been hitherto pub- 
lished, was shown. 

The comparison of the present business with 
that of each of the last ten years, has also been 
made, and some of the causes for a reduction in 
the revenues, while the tonnage was so rapidly 
increasing, have been given. 

The incapacity of the canal to perform the busi- 
ness has led to the diversion of a portion of the 
western trade by the way of Oswego, which, with 
the reduction of the tolls, has diminished the rev- 
enue without producing a similar effect upon the 
tonnage. 

The reduction in the amount of the tonnage of 
vegetable food from this state has been ascribed 
to the change in the articles cultivated and in the 
pursuits of the population, by means of which the 
the tonnage of other articles and the demand for 
western agricultural products has been increased, 
and thus furnished additional reasons for an im- 
mediate enlargement of the capacity of the Erie 
canal, and an assurance that its revenue would 
thereby be increased to a sufficient extent to re- 
pay its cost. 





Locomotive ‘‘ Empire State.’’ 

The productions of the New Jersey Locomotive 
and Machine Co. have been often noticed, but not 
illustrated, at our hands. The completion, by 
this company, of a recent order from the New 
York Central Railroad, has now however, brought 
out the accompanying drawing, executed in Bien 
and Sterner’s best style, and which shows the 
general charcter of these engines for proportions 
and arrangement. 

The subject of the illustration is one of an or- 
der for an enlarged series of engines, found ne- 
cessary for the increasing business of the New 
York Central road. It has 17 inch cylinders, 20 
inch stroke and 6 feet driving wheels, thereby 
combining unusual power aud speed for passen- 
ger business. The boiler room is in good propor- 
tion to the cylinder capacity, while the steam 
pipes and ports are of the most ample dimensions. 
The steam ports are of 16 inches length, being 
larger than any before made for locomotives in 
this country. 

In the material and arrangement of the engine, 
as well as in the general details of the machinery, 
great strength has been secured. The cylinder 
connection is especially firm and secure, the smoke 
box being round, and the flanges of the two cyl- 
inders being made to embrace one-half of its cir- 
cumference. This is besides the fastening to the 
frame. The back portion of the frame is also 
very stiff, and particularly convenient for repairs 
of the pedestals. The pedestals are forged sep- 
arately, and with long backs, long enough to meet 
each other, so as to form a continuous “ stiffening 
beam” beneath the frame, to which it is securely 
bolted. The trucks, rocker shafts, lifting motion, 
link suspension, etc., are also very strong. The 
pumps are of brass throughout. 

In finish and ornament, this engine has a very 
fine appearance. The cylinders and steam chests 


are covered by handsome brass castings, not shown 
on the drawing. The domes, boiler bands, “ cab,” 
etc., are all finished in beautiful style. 

We have before commended the plan and con- 
struction of these engines, so that little else, bes- 
ides the drawing is now required. As successive 
improvements are developed however, by the New 
Jersey Locomotive Company, we shall continue to 





illustrate them. * 


$1,700,000 
LOAN OF THE MORTGAGE BONDS OF THE 

NEW YORK AND HARLEM RAILROAD 

COMPANY. 

This Company will receive proposals for one 
million seven hundred thousand dollars of their 
First Mortgage Bonds, issued in sums of one 
thousand dollars each, payable at the office of t he 
Company, in the City of New York, on the first 
day of May, 1873, with coupons attached for the 
payment of interest at the same place semi-annual- 
ly, on the 1st of May and 1st of November, at the 
rate of seven per cent. per annum. 

These Bonds are secured by a First and only 
Mortgage, to Thomas W. Ludlow and R. M. Blatch- 
ford, Trustees, on the road and its appurtenances, 
made under special authority of an Act of the 
Legislature and vote of the Stockholders. 

The whole amount of Bonds which can be is- 
sued under the Mortgage is $3,000,000, and will 
be the first and only lien upon the road, and will 
constitute the sole debt of the Company. The 
Company reserve $1,300,000 of this Mortgage for 
the exchange of all the outstanding plain Bonds 
of the Company now in existence, and propose to 
dispose of the residue, One Million Seven Hundred 
Thousand Dollars, for the purpose of discharging 
all their floating dept, and of payment of the ex- 
penditure necessary for the full completion of the 
improvements now in progress upon the road. 

The capital of the company paid in is $1,500,000 
of Preferred Stock and $3,600,000 of Common 
Stock, upon which regular dividends have been 
earned and paid for the last five years of Eight (8) 
per cent. per annum on the former and Four (4 
per cent.) on the latter. 

The receipts of 1853 amounted to 964,467, be- 
ing an increase of twenty-six (26) per cent over 
1852, and there is no doubt a still larger business 
will be done the present year. 

The public have therefore now offered them a 
home security of the most reliable character. 

The Acceptances of the Company will be receiv- 
ed in payment for the Bonds. 

Twenty (20) per cent, is required to be paid 
on acceptance of bids, and Twenty (20) per cent. 
every thirty days thereafter, for which Bonds will 
be given; Ten (10) per cent. however of the first 
instalment being reserved by the Company until 
completion of the contract ; interest to be adjusted 
from the 1st of May. 

Parties have the privilege of making payment in 
full and receiving their Bonds. 

Sealed Proposals will be received at the office 
of BLATCHFORD & RAINSFORD, No. 58 Wall 
street, on or before the 10th day of May next, at 
3 o’clock P M. 


om 
LOCOMOTIVE ENGINES. 
A. & W. Denmead & Son, 
BALTIMORE, MD. 
AVING THEIR IRON FOUNDRY & MACHINE SHOP 
in complete operation, are prepared to execute, faithfully 
and promptly, orders for 
Locomotive or Stationary Steam Engines, 
Woolen, Cotton, Flour, Rice, Sugar, Grist or Saw Mills, 
Machimery for cutting all kinds of Gearing, 
Hydraulic, Tobacco, and other P: 
Car and Locomotive patent Ring-Wheels, warranted, 
Bridge and Mill Casti of every description, 
Gas and Water Pipes, all sizes, warranted, 
Railroad Wheols, with best fagoted axle, furnished and fit 
up for use, complete, 
Estimates for Work, in any part of the United States, fur- 
nished at short notice. : ap.1415 


Krupp’s Best Cast Stee 
SUITABLE FOR 
MINT AND PLANTERS’ ROLLERS. 
A‘S of large size (72 by 18 inches diameter) for rolling Iron, 
Copper or Brass. 
Pistons of Steam Engines and Shafts for steamboats, not ex- 
ceeding six tons weight in one piece. 
Also the celebrated 
CAST STEEL AXLES AND TIRE 
made from a solid bar without welding. Agents 
THOMAS PROSSER & SON, 
16tf 28 Platt street, New York. 


Railroad Iron. 


A470 TONS 47 Ibs. per yard of best quality now in store 
at New Orleans, For sale by 














VOSE PERKINS & 00, 
; 9 South- William 


1Im16 street, 











TPE Rosie FURNACE AND FOUNDRY, etc., St. Law 
rence County, N. ¥.—This well known establishm hav- 


’ 
ing attached to it a large and com Casting House Ma- 
chine Shop, with ample acc for workmen, and eve- 
wi ua 
also Timber Lands, is offered for sale by the proprietor, who re- 
tires from the business. The capacity of the Rossie Furnace 
for i is believed to be 


unsurpassed by any charcoal 
Furnace in the country, having repeatedly run up to fourteen 
tons per day, with 55 to 60 per cent. yield from ores—specular 
red oxides—coal, per 100 bushels. The same has been in 
peration over twenty years, and the reputa- 
throughout the West. The, location 
county of St. 
Lawrence, N. Y., six miles from the River St. Lawrence, and 
connected therewith by a plank road. Their cost, apart from 
and water power, has involved an expenditure of over 
100,000, and their present efficiency, in every respect, is con- 
sme gsr For further oom se apply to D. 
. Baldwi at the works, or to the undersigned. 
oh a - G. PARISH. 
Ogdensburgh, N. Y., April, 1853. 15,3m* 


Cast Iron Chilled Slip Tires 
for Engine Driving Wheels. 


undersigned, principal Agent for the above improvemen 
offers it, with the right of use, to Railroad C al 





‘om panies 
others. The cost of these Tires is less than one-third that of 
wrought the cost of renewing one-quarter ; and the adhe- 


~ sion, strength, and durability equally as great, as will be proved 
to the satisfaction of any party. Over two hundred locomotives 
of the heaviest class, (25 to 30 tons,) upon the Baltimore and 
Ohio are shod with cast iron, with an acknowledged saving 
over wrought iron equal to $30,000 per annum. Address 
, ZERAH COLBURN, Paterson, N. J. 


Chambers’ Wrought Lron Car 
Wheels and Axles. 


advantages of these wheels, in connection with their 
comparative cheapness, are their strength, lightness, 
and durability, being wholly of wrought iron, and the sett 
of four wheels and two axles weighing only about one ton. 
They are now used on the London and Northwestern and other 
principal lines of English Railways, carrying greater weights 
than other wheels, say 12 to 15 tons, and in ne instance has one 
given way. Samples, testimonials, &c. may be seen on applica- 
tion to the manufacturer's agents, 
NAYLOR & CO., 


99 & 101 John street 
16tf 





(New York, 12th April, 1854. 





Notice to Contractors. 





i 
: as as 


Office of the Muwaukee and Horicon R. R. Co. 
Milwaukee, Wis., March 15th, 1854. i 

ROPOSALS will be received at this office till 

the first day of May next for the construction 
of the second division of the Milwaukee and Ho- 
ricon Railroad, trom Horicon to Berlin a distance 
of forty-two miles or sections thereof. 

Maps, profiles and specifications wil] be ready 
for the examination of bidders on and after the 
tenth day of April next. 

JOHN B. SMITH, 

Pres’t M. & H.R. R. Co. 


Railroad Car Works. 
Ts U are prepared to manufacture for Railroad 
Companies, Passenger, Baggage, Cattle, Freight, Gravel and 
Haad Oars, also Baggage Barrows and Freight Trucks, 
F. HUNGERFORD & CO. 
Maysville, Ky., Sept. 20, 1853. 


Notice to Capitalists. 


THE GREENVILLE AND COLUMBIA RAIL- 
ROAD COMPANY 
Now offers for sale their Coupon Bonds, re- 
deemable in ten years, bearing interest at seven 
per cent, per annum, payable semi-annually, se- 
cured by mortgage of the entire Road, being the 
first lien upon it. 
For a full understanding of the purposes, value 
of the property, and prospects of the Company, 
the following statement is made. It is proposed 
to issue Coupon Bonds, to the amount of three 
pundred thousand dollars which with those already 
issued will make the Bound debt $800,000. The 
mortgage of the Road bearing date the eighteenth 
nstant, is to cover these Bonds, as well those is- 
sued, as those to be issued, to the amount of $800,- 
00, and no more. 
The Road was finished on the 9th December 
ast, is well equipped, and in full and succesful 
operation. The entire length of the Road, includ- 
ng its Branches, is 164 miles, and cost as fol- 
ows 
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Surveying and Engi- 
neering,.... ....-..$ 66,881 84 


Right of way........ 10,441 89 
Graduation,......... 474,787 69 
Masonry,........-.. 823,50 00 
Trestle Bridging,..... 88,351 69 
Broad River Bridge,.. 37,571 33 
Saluda Lower Bridge, 6,530 78 
Saluda Upper Bridge, 8,416 48 


Timber for Tracks,... 158,181 23 


Iron Rails,.. ........ 575,235 59 
Spikes and Chairs,... 60,891 30 
Superstructure and 

Track Laying,..... 94,921 42 


$1,604,560 74 


Real Estate,......... $ 22,754 90 

Depots and Water Sta- 
rer 44,745 52 

Workshop Building,.. 17,125 54 


Machinery for Work- 
shop, 


eeee ce eeseeee 


16,702 19 





ee 101,828 15 
Locomotive Engines,.$119,176 48 
Passenger and Freight 
Cara, ..00 cece cece . 180,000 00 249,176 48 
$1,955,065 37 


Accounts for Materi- 
als, Work, &c., en- 
tering into construc- 
tion, not yet fully 
ascertained, but 
supposed to be 


peer e wees sees 


100,000 00 
2,055,065 37 
Capital Stock paid in,$1,100,029 49 
Assessment on Stock ; 

paid in,.......... 181,987 26 

$1,231,966 75 
The Earnings of theRoad for the last three months 
in an unfinished condition were as follows : 
October—From Freight. .. $12,761 13 
From Passsengers 8,321 17 
From Mail, 700 00 
——_——-— $21,782 30 
November—From Freight. $ 9,764 41 
From Passerg’s 8,403 35 
From Mail,... 800 00 


——_—_—— $18,967 76 
December—From Freight,. 12,205 26 


From Passeng’s 9,034 00 

From Mail,.... 900 00 
—-————- $22,189 26 
For three Months,....... $62,889 32 


The whole expenses of the Road, it is believed, 
will not exceed $11,000 per month, or 50 per cent, 
on the earnings. the Road, for the greater part, 
is well constructed—of good materiel and heavy 
iron, and could not now be made and furnished as 
it is for less than $3,000,000. 

By order of the Directors, 

THOMAS C. PERRIN, President. 

January 18th, 1854. 

N. B. The Bonds can be had by applying to 
Mr. Jacob Cohen, of Charleston ; Mr. J.. P. South- 
ern, of Columbia, or to me at Abbeville Court 
House. Bids for these Bonds are requested. 





Railroad Iron. 


1 3 O TONS superior quality Yorkshire rails 56 pound: 
9 T pattern can be immediately delivered at 
New York, Savannah, or New Orleans, 
For sale by 
NAYLOR & CO. 
New York, April 1st, 1854. 





Brass Tubes for Locomotive 
and Marine Boilers. 


HE undersigned having been appointed Agent for the higho' 
T respectable manufacturers Snag Everitt & Son or 


eres Sa fixed pri 3 
> bes of all dameotery, for Raginon’—Feot surat partes 
inspec terns, please to 
co JOHN H. HICKS, 
March 1854. 90 Beaver str, 





Notice to Contractors. 


B hokqiwe will be received for all the heavy work 
on the Blue Ridge Rail Road, South Carolina; 
Blue Ridge Rail Road, Georgia : Tennessee River 
Rail Road, North Carolina; Knoxville and Char- 
leston Rail Road Tennessee. The above lines of 
rail-way are consolidated and under the manage- 
ment of one Company, Extending from Anderson 
South Carolina, via Clayton, Georgia, Franklin North 
Carolina, to Knoxville Tennessee, a distance of 194 
miles. That part of the road from Anderson South 
Carolina, to the Turniptop Mountain, a distance of 
40 miles is principally earth excavation, of about 
equal quantities of cut and fill, with several bridg- 
es. From the Turniptop Mountain to the Rabun 
Gap, a distance of 24 miles, the work is very 
heavy, there being on the line one tunnel of 5800 
feet, one of 1400 feet, and one of 400 feet in length ; 
a suspension bridge across the Chatnga River 500 
feet long, with some very heavy earth and rock 
cuts. The rock in the Tunnels is gneiss stratified. 
From the Rabun Gap to twenty miles below Frank- 
lin, a distance of 50 miles, the line follows down 
the Tennessee River; the class of work is princi- 
pally side hill evcavation, some of which is rock ; 
their will also be several bridges. From the 
point 20 miles below Franklin to Hardens, a 
distance of 35 miles, the line follows the Tennessee 
River the entire distance, causing heavy side rock 
excavations. On this portion of the line will be 
several expensive bridges, and a tunnel of about 
1000 feet. From Hardens to Knoxville, a distanee 
of 45 miles, the line follows the river about eight 
miles, then leaves it, running across the Chilhona 
mountains almost a north line to Knoxville; this 
portion of the road is heavy work, with about 
equal quantities of cut and fill, an expensive bridge 
1000 feet long and 45 feet high, crossing the Hols- 
ton River at Knoxville. The character of the 
rock from Knoxville to Hardens is limestone, and 
from Hardens to Franklin gneiss rock stratified, 
and from Franklin to Anderson, stratified sand stone 
and gneis3 rock. The character of the earth is 
sandy and clay loam. The line for the whole dis- 
tance runs through high table lands, well settled, 
remarkable for its health, good water and ample 
resources for subsistence. The above line of rail- 
way offers great inducements to experienced con- 
tractors. The undersigned will be prepared to re- 
ceive proposals and enter into contracts for the 
graduation, bridging, tunneling and masonry for 
the heavy portion of the line, from and after the 
lst day of May next, at Knoxville Tennessee, 
Franklin North Carolina, and Pendleton South 
Carolina, and will continue at such places, until the 
same is under contract. Profiles and maps of ap- 
proximate location can beseen ateach of the above 
places after the 1st day of May. Proposals are 
asked with’cash payments, alsocighty per cent cash 
and twenty per cent in the Capital Stocks or 
Bonds of the Company. All communications prior 
to may 1st must be addressed at Pendleton South 


Carolina. 
4,13 ANSON BANGS & Co. 








ZERAH COLBURN, 
CIVIL AND MECHANICAL ENGINEER. 


QFFERS his services to Railroad Companies and others, in de- 
signing and constructing Locomotive Engines of superior ad- 
aptation and efficiency. 

Refers to Cuas. Mrxor, Supt. N. Y. and Erie Railroad ; Wa. 
Rayuorp Lez, Pree’t, burg railroafi; G. W. WHISTLER, 








, Vice Pres’t. New Haven railroad; Roours, KsTcmvM 
& p, Paterson, N, J., 0. M. Hypx, Eeq., Detroit, 



























and Hamilton 
W OULD call the attention of Railroad 
interested in Railroad Property, to their Systzm or Loco- 
motive Enaines in which they are etene to the particular 
business for which they may be ired ; by the use of one, 
two, three or four pair of dri w ; and the use of the 
whole, or so much of the weight as may be desirable for ad- 
: and in accommodating them to the grades, curves, 
strength of superstruction and rail and work to be dune.—By 
these means the maximum useful effect of the power is secured 
with the least expense for attendance, cost of fuel and repairs 
to Road and Engine. With these objects in view and as the 
result of twenty-three years practical experience in the business 
by our senior Partner we manufacture Five different kinds of 
ines and several classes or sizes of each kind. oe 
Particular attention paid to the strength of the machine in the 
plan and workmanship of all the details. Our long experience 
and opportunities of obtaining information, enables us to offer 
these engines with the assurance that in efficiency, economy and 
durability they will compare favorably with those of any other 


kind in use. 

We also furnish to order, Wheels, Axles, Bowling Tire (to fit 
centres without boring), Composition Castings fer Bearings ; 
every description of Copper Sheet Iron and Boiler work; a 
every article appertaining to the repair or renewal of Loco- 


motive Engines. 
M. W. BALDWIN. MATTHEW BAIRD. 


Cc. Floyd-Jones., 


Division Engineer 3d and 12th Divisions. 
ILLINOIS CENTRAL RAILROAD, 


a, Til, 


Boiler and Tank Rivets, 
Nuts and Washers ; 


All Sizes of 


Bolts and Bolt Ends 
for Sale by 
BRIDGES & BROTHER, 
64 Courtland st,, N. Y. 


New York and Erie R. R. 


PASSENGER TRAINS , 
leave Pier foot of Duane street, Le 
as follows, viz :— 

BuFFaLo Express, at 7 a. m. for Buffalo direct, over the N. 
Y. & E. R. R., and the B, & N. Y. City R. R., without change 
of baggage or cars. 

Mai, at 8% a, m, for Dunkirk and Buffalo, and intermediate 
stations. This train remains over night at Elmira, and proceeds 
the next morning. 

Way Express, at 12) p. m, for Dunkirk, and intermediate 
stations. 

ACCOMMODATION, at 3 p. m. for Delaware and intermediate 
stations. / 

NEWBURG Express, at 4p. m., for Newburg. 

Way PassenGer, at 4p. m., for Piermont and intermediate 
stations, 

Nigat Express, at 5 p. m. for Dunkirk and Buffalo, 

On Sundays only one Express Train—at 5 p.m. 

These Express Trains connect at Dunkirk with the Lake Shore 
Railroad for Cleveland, Cincinnati, Toledo, Detroit, Chicago, etc. 
CHAS. MINOT, Sup’t 


Railroad Iron. 

TONS Railroad tron, weighing about 59 

2. ? 
2000 ibs. per yard, “ Erie” Hes mae G L and 
Urawsnay ’ manuia*ture, now on the way from the 
shipping ports in Great Britain to this port, for sale by 

P, CL:OUTEAU, Jr., SANFORD & CO., 

December 4, 162. 














No. 51 New atreet. 


Travelling Agent Wanted. 


PERSON is wanted to travel throughout the 

United States, as Agent for one of the most 
respectable manufacturing establishments in this 
country. He must be a man of easy, good ad- 
dress, industry, perseverance, cheerful tempera- 
ment, a competent salesman, possessing a practical 
knowledge of machinery, iron and steel, and able 
to produce the best testimonials as to integrity 
and general good character. One who has acted 
in the capacity of master mechanic and superin- 
tendent of a railroad machine shop would be pre- 
ferred. Permanent employ and liberal compen- 
sation will be given. It will be a needless waste 
of time for any one to apply who is not fully qual- 
ified to suit the wants stated. He is not wanted 
to learn, but must have already learned to act his 
part. Address EDART NORI, Post Office, New 
York, ap12-3t* 








To Civil Engineers and Sur- 
veyors. 
TRANSITS, Level and Surveyors Compasses Manufactured on 
the most improved principle and of the Best Quality 
by THOMAS HUNT, 
No, 58 Fulton Street, 


1yl* New York, 








‘Passenger Cars for Sale. 


WO first class Passenger Cars, built by one of 
the best car builders in the country, for the 
Baltimore and Ohio Railroad. 

The above presents a rare opportunity to any 
Railroad Company wishing first class cars for im- 
mediate use. 

They will be sold at a bargain for cash or good 
paper. Enquire at the office of Bridges & Bro- 
thers, 64 Courtland Street. 

New York, Feb. 21st, 1854. 


Railroad Iron. 
Subscribers are at all times prepared to enter into con- 
tracts for Railroad Iron, of Messrs. Guest & Co., or other 
Tngiasd manufaeturers’ make, delivered free on board vessels in 
or in this conntry. : 
BOORMAN, JOHNSTON & CO., 
Sept. 7. 90 Broadway, New York. 








MANUFACTURERS’ AGENCY 
FOR 
RAILROAD FURNISHING, 


Office 18 Dearborn St., Chicago, Il. 
E.R.T. ARMSTRONG, Agent, 
kK constantly on hand Railroad Spikes, Burden’s make, 

Railroad Wrought Iron Chairs, superior quality, Ames’ 
manufacture of Locomotive Tires, Cranks, §c. Washburn, 
Pond & Co.’s Car Wheels, of best Salisbury and Stirling Iron, 
mixed under direction of Mr. Washburn, and warranted. 

Orders invited for Locomotive and Car Rolled or Hammered 
Azles—Locomotive Lamps—Superior Pumps, Jer Stations, 
Switch Stands, Levers, and Targets—Locomotive Drivers 
and Cylinders—Bozes and Pedestals—Screw Cutters and 
Drilling Machines—F'rog’s Heads and Heel Blocks—Screw 
Presses, for forcing Wheels and Azles. 

Oils of a superior quality, made expressly for railroads, and 
free from gums, 

Refer to—IIlinois Central railroad, Ohio and Mississippi river 
railroad. Michigan Southern railroad. Galena and Chicago 
Union railroad. Milwaukee and Mississippi river railroad. Little 
Miami railroad, Cincinnati, Hamilton and Dayton railroad. Cen- 
tral Ohio railroad. 14.6mo’s. 


SEYMOUR & O. GENERAL RAILROAD 
eAGENCY, Office, Metropolitan Bank Building. 
No 110 Broadway, have to dispose of at private 
sale, in amounts to suit persons desiring to invest, 
the following valuable Securities: 

LOUISVILLE CITY BONDS, at 30 years 

OHLO AND MISSISSIPPI R.R. STOCK, draw- 
ing interest. 

MAYSVILLE AND LEXINGTON MORTGAGE 
BONDS, at 24 years. 

MAYSVILLE AND LEXINGTON R. R STOCK. 

SClOTO AND HOCKING VALLEY R.R. 
STOCK. 

SCIOTO AND HOCKING VALLEY R.R. FIRST 
MORTGAGE CONVERTIBLE BONDS, at 11 
years. 

LOUISVILLE AND NASHVILLE R.R. STOCK. 

BUFFALO AND STATE LINE R.R. BONDS. 

They are prepared to negotiate contracts for 
the construction and equipment of Railroads in 
any part of the country, including furnishing corps 
of engineers and contractors locomotive engines 
and cars, railroad bridges. McCallum’s patent, 
railroad iron, chairs, spikes, switch irons, &c., &c. 


Notice to Contractors. 















ae i Mma’. = 
PACIFIC RAILROAD OF MISSOURL. 
EALED proposals will be received by the un- 
dersigned, at their office in the city of St. 
Louis, until six o’clock, p. M., of the 15th day of 
May next, for the Grading, Masonry, etc., of the 
first division of the South-west Branch of the Pa- 
cific Railroad, extending from Franklin Depot, the 
present terminus of the road, some 40 miles West 
of St. Louis, to the crossing of the Gascenade 
River. a distance of about 78 miles. The line 
will be divided into sections of about one mile 
each, and proposals may be made for one or more 
sections. The line, plans, profiles, specifications, 
form of contract, etc , will be ready for inspection 
on and after the first day of May next. The 
work to be let is quite heavy, situated in a healthy 
country, and is easy of access. : 
The undersigned reserve to themselves to reject 
all proposals that are not satisfactory. 


A. 8. DIVEN & CO. 
March 24th, 1864. 





? Railroad ad Companies ies and 
Contractors, 


ANTING first rate German or Irish laborers 
for railroads and canal work, or mechanics 
of any kind, will find the undersigned a first rate 
office to give their orders to, as thousands of emi- 
grants apply to them every season for employment. 
Satisfactory reference will be given to well 
known companies and contractors, and men are 
forwarded to any part of the Union. 
MORRIS & COHNERT, 
European, American Em Office, 
287 Broadway, corner Reade-st. 
8m*10 Under the Irving House, New York. 


THE 
New Yorker Handels-Zeitung 


A GERMAN Commercial Paper, containing Prices Current, 
Market Reports, and Stock Rates, Shipping List 
and Correspondences aa parts i 
a week in two separate editions, circulation, 
published each Wednesday and Saturday morning; the other 
for circulation in Europe,—the enly German Paper published in 
the United States admitted to the German States—appears be- 
fore the departure of each mail steamer for Europe, Terms :— 
The paper, per annum, at New York, $5, jor Germany, ful 
Postage incl $11, and for all oter parts of Europe, the U. 8. 
Postage inclus., $8. Advertisements taken at liberal terms. 


Howland, Burgess & Smitth, 








MANUFACTURERS of PURE SPERM OIL for Railroad 
Refined 


Engines and Lamps, of Whale Oil now so generally 
— = car wheels. — Works New Bedford Mass—Store, Ai- 
, N.Y. 


Orders (directed to either place) respectfully solicited from 
mutperintendents.—Al Oil warranted pure and perfectly satisfac- 





Pneumatic Pile Driving. 


FOUNDATIONS FOR BRIDGES, PIERS &C, 

B* THE PNEUMATIC process hollow cylindrical piles or 

tubes from eight inches to ten feet diameter can be driven 
through sand, mud, clay or other material to any required depth, 
The complete success which has attended the operations of this 
process shows it to be eminently practicable m, and much the 
Lest method known for, the construction of railroad bridges 
across deep and rapid rivers where permanent foundations o 


— strength are necessary, and have to be secured at grea 
dep’ 


Applications for license for the use of the invention in any 
part of the United States may be made to I. V. POOR, Esq 
Editor of the Americon Railroad Journal, 9 Spruce street ; 0 
for contracts for pile driving, or licenses as above to 


CHARLES PONTEZ, 
March 25th, 1854. 


New York. 
To Contractors. 
PACIFIC RAILROAD OF MISSOURI 
THIRD AND FOURTH DIVISIONS. 

T is intended to make contract for the third di- 

visions of this road, (extending from the Mis- 
souri river at Jefferson City, passing near George- 
town and Warrensburgh, to the Missouri river near 
Independence, about 160 miles.) so soon after the 
— of May next, as satisfactory proposals shall be 
made. 

Contract will be made for the whole now offer- 
ered, or such parts as particular contractors may 
select in form and quantity to suit the interests of 
the company. Proposals are asked fur by the cu- 
bic yard, with cash payments; but contractors 
may, if they desire, accompany their offer with 
proposals for two thirds cash and one third in 
county and railroad mortgage bonds or other se- 
curities, 

Profiles and maps of approximate location ean 
be seen after first of April next at Pacific Railroad 
Office, in St. Louis, and any information will be 
given on application to the Engineer. 

The first division of this road is now in opera- 
tion; the second division to Jefferson City under 
present course of construction. 

The third and fourth divisions now offered pass 
over a high, rolling mixed prairie and timbered 
country, and for healthfulness aud supply of pro- 
visions will compare favorably with any part o 
the west. THOS. ALLEN, Pres, 








Tuos. 8. O’Sutiivan, Chief Eng. : 
Pacific B.R. Office, St. Louis, Feb, 1864, 
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Railroad Iron. 


12500 tri the per yard, to beshipped from Wales in Jur 
Bnpenoe ve PO OORMAN, JOHNSTON & CO., 
June 9, 1853, $0 Broadway, New York. 





Rasiroad iron. 
“ Com ex- 
po ele fer Male of the Ads arco 
weights, and of any required length not exceeding 30 


{ : Ape 
ret perrail. “POS. CHAMBERS, President, 
September, 1850. : 


ee Railroad Iron. 





HE U cag ao Manufscturers 
are to contract to ver on 

at iy tnt Hagisnd, or at of discharge 

in the ted States, Rails of s or quality, and of 


such weight or pattern as may be required. 
Pe yOSE, PERKINS & CO. 
9 South William St. 
New York, June 1, 1851. 
Knox & Shain, 
MANUFACTURERS OF 
LEVELS, TRANSITS AND SURVEYING 
COMPASSES. : 
No 72 Dock st. ih door south of Walnut, west side 
* P 


ILADELPHIA. 
First Premium awarded by the Franklin Institute. 


Stuart, Serrell & Co., 


CIVIL: ENGINEERS, 
Rooms 22, 24, 26 & 27, 
157 Broadway, New York. 
Epwarp W. SERRELL, 
L MoE.roy. 








CHARLES B. STUART, 
Danizi Marsz, 


Important to Kailway Co’s. 


A GREAT improvement has recently been perfected in the 
manufacture of Dumping Gravel Cars by which the cost ls 
lessened and the strength and durability much in- 


We have secured the right to manufacture these improved 
Gars and can supply them at prices ten per cent. lower than the 
kina 


Ordevs directed to the Hamilton Car Co., Hamilton, Ohio, 
will receive prompt attention. 


South-Western Gar Shops, 
-. Madison, Indiana. 


HE subscriber is prepared to execute orders 
at short notice, for all kinds of Passenger, 
Freight and other descriptions of Railroad Cars. 
Work delivered at any point accessible by rail- 
road, or by the Ohio and Mississippi rivers. 
Facilities for transportation, enable the subscri- 
ber to afford peculiar advantages to Companies 
requiring work delivered in the South and West, 
W. CLOUGH. 








Refer to 


Jno. Brovan, Esq. Winstow, Lanier & Co. 


feb.18. 1m. 
Ontario, araneee & Huron R.R. 


ADA. 

road in May last to Lake Simcoe is expected to 
be com to the Bay, Lake Huron a 
distance of 96 miles in June next w! it will form the shortest 
and most agreeable route to the North Western States to Lake 

ee Fae ee take Superice. 
leave Toronto for Barrie (64 

returning 





will be made on the completion of the road to 
the - for a line of first class Steamers to extend their 
trips ports on Lake 
ALFRED BRUNEL, 





Railroad Iron Via Quebec. 


JOHN ANDERSON & CO. 
COMMISSION MERCHANTS, 
SHIPPING AGENTS AND BROKERS, 
Quebec and Montreal. 


ARTICULAR attention to the of 
Pec in rans or te stein ‘Lake Ports, eed 10 tho hip: 





To Locomotive Engine Buil- 
ders and Engineers. 


HE Proprietors offer for rent for a term of 

years, with immediate possession, the splendid 
property, known as the BELLEVILLE IRON 
WORKS, situated on the Mississippi, directly op- 
posite the City of New Orleans, and within 300 feet 
of the River, with which it is connected by fine 
wharves and landings. 

The buildings are of brick, with slated roofs, 
and were erected in 1848 at a very heavy expense ; 
are of a most substantial and durable character 
and admirably fitted for a Foundry and Machine 
Shops, or almost any mechanical business. They 
now contain a new and powerful Engine and 
Boiler and sufficient machinery, say, planing ma- 
chines—lathes—boring machines, blacksmith’s 
tools, &c., &c., to employ 100 mechanics, and 
could be put in working order in a few days. The 
Buildings cover a lot 300 feet square and are 
amply large to receive the necessary machinery 
for the use of 800 to 1000 workmen. 

The terminus and depot of the New Orleans, 
Opelousas and Great Western Railroad is situated 
about 300 yards from the above property, which 
could be availed of to great advantage for the 
manufacture of Locomotives and Railroad work, 
generally as well as Steam Engines, Sugar Mills, 
and other descriptions of Machinery. 

There are no Shops in New Orleans for the ma- 
nufacture of Railroad Machinery, and as the Rail- 
road Companies now organized in that city con- 
template the construction of over 1000 miles of 
road,—a large part of which is already under con- 
tract,—the property now offered for lease offers a 
most eligible opportunity for parties desiring to 
contract to furnish the Engines and Machinery,— 
for those roads. Responsible contractors with 
their works on the spot would have an advantage 
over Northern Workshops in contracting for the 
Work of the Railroads terminating in New Orleans, 


The Establishment and prospect of remunerat- 
ing work to be secured immediately are worthy 
the attention of manufacturers and Engineers 
generally. 


Applications from responsible parties will be 
promptly attended to, and to satisfactory parties 
the proprietors of the Works can offer favorable 
terms and arrangements. 

Letters may be addressed to 

R. B. SUMNER, 
No. 61 Camp Street, 
New Orleans; 
and further information may be had by applying 
to Messrs. Barstow & Pore, Pine Street, New 
York. 


Railroad Spikes, Boiler Riv- 


ets, etc. 
‘i. a Subscribers, Agents for the sale of James S. 
Spencer’s, Jr. Railroad and Boat Spikes, Boiler 
Rivets, and Wrought Iron Chairs for Railroads, made 
at his Works near this city, will execute all orders 
with promptness. Seapateh, and of the best quality. 
ALSO IMPORTERS of English refined and Mer- 
enant bar Iron; Extra refined Car and Locomotive 
Axles (from 3} to 64 inches in diameter); B. O. Lo- 
comotive Tire (welded by Baldwin). Also, .supply 
Boiler and Flue Iron cut to pattern or otherwise.— 
Spring, Shear, and Cast Stee , etc., etc., etc. 
tT. & E. GEORGE. 
Philadeiphia, November 14, 1850. 








Railroad Iron. 
HE UNDERSIGNED, HAVING made arrange- 
ments abroad, are prepared to contract for the de- 
livery of Foreign rails, of appreved brands upon the 
most favorable terms. 

They will also make centracts for American rails, 
made at their Trenton works, trom Andover Iron, in 
whole or in part, as may be agreed upon. 

They are prepared to furnish Tel h, Spring and 
Market Wire; Brazicrs and Wire 8; Rivets and 
Merchant Bars to order, all made exclusively from An- 
dover Iron. The attention of parties who require iron 


of the best quality for s ur is respect- 
fully invited. y COOPER & HEWITT: 
17 Burling Slip, New York. 
February 15, 1850. 


SHANAHAN © LOEBER, 
181 William:st, 


(1st floor-Up Stairs, ) 
NEW-YORK. — 


MANUFACTURERS OF 


THEODOLITES, TRANSITS, LEVELS, 


Ranvezens’ Compasses, Drawing Instruments, 
hains, Seales, Levelling Rods, &. 1yl0 


Notice to Contractors. 
MEMPHIS & OHIO RAILROAD. 
SEALED proposals will be received at the of- 
fice of the Memphis and Ohio Railroad Com- 
pany, at Memphis, Tenn., until the 15th day of 
April next, for the grubbing, clearing, gradation, 
and masonry of the first 65 miles, from Memphis 
to Cherryville. 

Contractors must give the most undoubted se- 
eurity for the completion of the work at the time, 
and in the manner specified; and contracts will 
be let in sections, or for the entire work, as may 
be deemed best by the Directors. 

The Directory reserve the right of rejecting all 
bids, shold none prove satisfactory ; and it is de- 
sirable that all propositions should be submitted, 
with the view of preparing the whole work for 
the iron as soon as possible. Bids of that charac- 
ter and otherwise equally favorable, will have pre- 
ference. 

Maps, plans and specifications may be seen at 
the office of the company, after the first of April. 

E, PEABODY, 
Engineer in charge. 


Notice To Contractors. 
Orrice oF THE VicksBuRG, SHREVEPORT rt 











Texas Ram Roap Company 
Monroe, La., March 8th, 1854. 


EALED PROPOSALS wil be received at this 

office until the Ist day of June next, at 2 
o’colck p. M., for clearing and grading the section 
of road between the Mississippi river and Rich- 
mond, in the parish of Madison—a distance of a- 
bout twen:y miles; also, for clearing and grading 
the section between the city of Shreveport and the 
Texas State line, in the parish of Caddo—a dis- 
tance of about twenty miles; and, also, for clear- 
ing and grading a section of twenty mile, begin- 
ning at the Ouachita river and running west, in 
fhe parish of Ouachita. 

Bids may be made for the entire sections, or any 
portion thereof, not less than one mile, and those 
proposing to take stock of the Company in part 
payment, will be most favorably considered. The 
lines, plans, profiles and quantities of work, togeth- 
er with the specifications, are now ready for ex- 
amination in the office of the Company. Pay- 
ments in the proportion of four-fifths of the a- 
mounts due will be made at the end of each month 
or quarter, as may be agreed on, during the pro- 
gress of the work. 

The company reserves the right to accept such 
proposals as in their judgment will secure the 
prompt and faithful execution of the work accor- 
ding to contract ; or to reject all if none are satis- 
factory. 

Further information may be obtained from the 


undersigned. 
N. D, COLEMAN, 
President. 
P. J. TOURNADRE, 
714 Chief Engineer, 





Railroad Iron. 
5 000 TONS T RAILS, about one-half weighing 59 Ibs. 
9 per yard and the remainder 66 lbs. per yard now in 


bond and for sale by 
JOHN H. HIOKS, 
2d Feb’y. \ 90 Beaver street. 
H. SAWYER 
(of the late firm of SAWYER & HOBBY), 
Manufacturer of Transits and 








HAS — to Union Place near Warburton Av., Yonkers, 


t 











